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Abstract 
Transportation infrastructure played a vital role in the establishment of the 
communities in South-Central Almaguin, and the development of this infrastructure 
continues to shape the landscapes and taskscapes of the region. Nature-based tourism 
operators are a key stakeholder in the South-Central Almaguin region and are uniquely 
situated as they rely on transportation infrastructure, the natural landscape, and the local 
communities for the operation of their businesses. For this qualitative case study I used semi-
structured interviews and the collection of news media to explore the impact of the Highway 
11 development project on NBT operators. Using lngold's concepts of landscape, taskscape, 
and mobility, I sought to understand how the highway changes have shaped the ways of life 
and senses of place ofNBT operators. Through the interviews I identified major shifts in the 
mobility of travellers and in the organization of the communities of South-Central Almaguin. 
These shifts resulted in economic changes and loss of business connections for NBT 
operators, change in travel times and safety, increased regional collaboration, and a drive for 
a regional destination brand. The implications of these shifts on the ways of life and senses 
of place ofNBT operators were largely positive for destination businesses, while being 
largely negative for businesses that relied on through-traffic. The nature of the given 
businesses also determined the impact that the highway changes have had on the place 
dependence and place identity of the NBT operators, and subsequent changes to place 
attachment. The results of this research suggest two possible paths forward for the 
communities of South-Central Almaguin, as communities struggle to sustain themselves in 
isolation and destination NBT operators push for a regional focus and cooperation. 
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Preface 
Northward Hof 
North where the lakes are crystal clear, 
And the sands are gleaming white, 
North where the balsam scents the air, 
And the days are long and bright, 
North where the furry folk creep out 
To watch with wondering eyes, 
And sunsets flash in rose and gold 
Along the western skies; 
Ah, Northward lies the trail I seek, 
It 's calling now to me, 
And when the year comes round to June 
It 's northward I will be. 
- Mary S. Edgar (1923) 
Northward Hof was written by Mary S. Edgar, who grew up in Sundridge and 
founded Glen Bernard Camp in 1922. Glen Bernard is located in Strong Township on the 
shores of Lake Bernard about 5km from The Village of Sundridge. Despite its close 
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proximity to the Village of Sundridge, the camp creates a sense of remoteness and isolation 
from everything that happens outside its 730-acre property. I grew up attending and working 
at Glen Bernard, spending every summer at the camp from age 7 to 23. Northward Hof 
illustrates the somewhat magical view of the camp and its landscape that I developed as a 
camper. The camp program encourages campers to connect with the natural environment 
through experiences with non-motorized nature-based recreation and environmental 
education. Many of my prominent memories of camp relate to moving through an idyllic 
version of the natural landscape by foot, canoe, bike or sailboat. My sense of self, including 
my beliefs, values, feelings, behaviours, and goals, developed through these recreational 
experiences and the camp teachings of living lightly on the earth and respecting all that the 
environment has to offer. As my affinity for these recreational activities grew, I developed a 
dependence on the camp' s landscape as an integral part of my recreational experience and 
my sense-of-self. 
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This romantic view and my dependence on the natural landscape evolved over the 
years as my "way of life" (Ingold, 2007, p. l 03) progressed and I transitioned from a camper 
to a staff member. My daily activities changed in terms of my responsibilities at the camp 
and my interaction with the local community outside of the camp increased. Although I still 
hold romanticized feelings about the natural landscape, largely based on memories, the 
realities of the isolationist and idealistic view of this natural landscape and how we interact 
with it came into focus . I gained a greater dependence on the landscape to fulfill my 
professional responsibilities and the services of the local community became an important 
facet of my leisure time. 
An important, but seemingly insignificant part of my camp experience was the travel 
between Toronto and Sundridge. As a camper, I travelled to camp on a large coach bus 
accompanied by 40 other excited campers. The ride largely consisted of talking and singing 
until we drove through Sundridge and pulled off Highway 11 onto the road leading to the 
camp, which was dotted with camp signs that we counted along the way. With the 
excitement building, this long winding dirt road through the forest, which usually took a 
grand total of 5 minutes, always seemed longer than the 3 hours we had just spent on the 
highway, adding to the sense of isolation and remoteness. 
This experience changed significantly in 2007 when I drove myself up to the camp 
for the first time. Self-driving altered my travel experience as I was now focused on 
navigating the route and reacting to driving conditions. In addition, the access to a personal 
vehicle allowed me to travel freely between camp and town, reducing the feeling of isolation. 
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Over the next few years, the drive from Toronto to Sundridge became a regular part of my 
routine several times a summer. Although getting stuck behind a slow moving truck was a 
regular occurrence, I became very comfortable with the two-lane highway that allowed me to 
travel up north, pull over at my favourite restaurant along the way and arrive in Sundridge 
without having to think about directions. At that time, I was not aware of the government 
initiative to further develop Highway 11 into a four-lane divided highway, so the first 
summer that I drove up to find that the land had been clear-cut and excavated and large 
portions of rock faces were being blasted to make room for the new highway, I was quite 
shocked. The shock turned to feelings of anger and sadness as the familiar landscape was, in 
my mind, being destroyed. The highway construction became part of the new normal and 
every summer I drove up to camp finding more changes to the landscape. The attachment I 
had developed to this environment as a camper led me to think that this development was 
negative because of the destruction I saw of the landscape. My perception of the project 
became more negative as I listened to individuals, mainly business owners, in Sundridge 
provide their opinions of the project and the impending bypass of the town. 
Based on my past experience, I came into this project with a significant bias about the 
impact of the highway. In order to recognize this bias and ensure that my interpretation of the 
findings was open and rigorous, I decided to keep a journal devoted to my personal feelings 
about the highway project. Each time I travelled on the highway throughout my field 
research I wrote entries about the thoughts and feelings I had with respect to the project and 
the significant changes to my thinking. In total I made five round-trips on the highway 
between Toronto and South-Central Almaguin and ten of the interviews also required trips 
on the new and old highway routes. I made it a goal to recognize the feelings that I entered 
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the project with and to be open to all of the opinions and perspectives shared by the 
participants. A read-through of what I refer to as my Highway Journal shows the evolution of 
my thinking and how the perspectives shared with me, as well as how experiences 
throughout my data collection shaped my perspective. 
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Chapter 1: Introduction 
Transportation infrastructure plays a vital role in the development and sustainability of 
rural and small towns across Canada. The development or upgrading of transportation systems, 
whether they be highways, railways, waterways, or air transit, has the potential to improve travel 
between towns and cities, allowing for people and resources to be moved more efficiently 
(Aragau & Charvet, 2010; Chi, 2010). Over the last thirty years, Ontario has attempted, 
successfully and unsuccessfully, to implement a number of highway development projects, 
including the widening of Highway 11 from Huntsville to North Bay (Ministry of Transportation 
Ontario, 2012). The Highway 11 project aimed to "help prepare northern communities for future 
growth, support local businesses, and promote economic development and tourism" (Ministry of 
Transportation Ontario, 2012). Despite the fact that the overarching purpose discussed by the 
Ministry of Transportation Ontario highlighted northern communities as a whole, the key focus 
of many of these highway projects appears to be to increase access between Toronto and "near 
north"' urban centres, such as Sudbury and North Bay for more efficient transport ofresources 
and people to promote economic growth and development (Michels, 2013). These priorities were 
evident in the consultation process and the specific goals of "linking major markets, resource 
development areas, and hub communities" and "meeting the needs of priority economic sectors 
and helping to implement regional economic plans" (Ministry of Transportation Ontario, 1991; 
2012). 
1 South-Central Almaguin is located in the Parry Sound District, which is designated by FedNor (2011) as a part of 
Northern Ontario (See Figure 1). This designation is disputed as geographically, the Parry Sound District is located 
in Southern Ontario and the Federal Government has taken steps to reclassify the area. The term Near North 
captures the disputed nature of the status of the area while recognizing both its geographical location and 
characteristic that relate to other northern communities. Businesses and local government have adopted the term to 
use in business names, promotional information and general information about the area. (FedNor, 2011). 
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Figure 1. Map of Southern and 'Near North ' Ontario. This map shows the position of The Almaguin Highlands in 
Ontario using a green arrow and its proximity to Algonquin Park, North Bay, and Toronto. lmage retrieved from 
Google Maps, January 25, 2016. 
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With near north urban centres as the apparent focus of the highway development project, 
what does this mean for the many rural and small towns and villages in between that dot the 
highway corridor? The towns of Sundridge, South River, Burk' s Falls, and Katrine, referred to as 
the area of 'South-Central Almaguin ' for the purposes of this project, are located adjacent to 
Highway 11, between Huntsville and North Bay. All four towns have experienced positive and 
negative effects of the widening of the highway from a two-lane undivided highway to a four-
lane divided highway. The Ministry of Transportation Ontario expected direct effects of the 
highway to include an increased sense of safety, decreased travel times from major urban centres 
to the region as well as within the region, and the disruption and destruction of habitat (Ministry 
of Transportation Ontario, 1991). In addition, both Sundridge and South River were bypassed in 
the process of creating a more direct route north to North Bay, resulting in a reduction of through 
traffic for the local businesses. The effects of the highway widening have presented challenges 
and opportunities for these four towns whose economies are all in a state of transition, each town 
trying to distinguish itself as a destination and to identify and develop suitable businesses and 
industries that would allow for long-term sustainability and economic growth (Michels, 2013). 
Nature-based tourism (NBT) operators play a large role in the economies of South-
Central Almaguin as they help to draw people to the area, infusing money into both the 
individual tourism companies, as well as local restaurants, retail stores, and services (Michels, 
2013 ; Precision Management, 2009). The effects of the highway development have a unique 
impact on NBT tourism operators due to their dependence on the movement of people, necessary 
business connections, the natural and built landscape, and the identity and branding of the 
surrounding community or region. Through this project, I have taken a closer look at the direct 
impacts that the highway has had on the ways oflife ofNBT operators and the role these 
changes have had in shaping their senses of place, both in relation to their respective businesses 
and the region as a whole. 
Significance of Study and Research Questions 
Despite the significance of the Highway 11 development project, there is minimal 
literature and research regarding the implications of the associated changes and how they will 
affect the future of the communities of South-Central Almaguin. A key aspect of South-Central 
Almaguin that will be affected by the highway changes is the nature-based tourism industry, 
which the communities have identified as a vital aspect of their economy moving forward. The 
NBT businesses in South-Central Almaguin are primarily small, family run businesses, which 
are driven by their owners. I have decided to focus on these NBT business owners as their 
experience of the highway changes will largely shape the NBT industry in South-Central 
Almaguin moving forward. 
The purpose of this study was to gain an in-depth understanding of how the Highway 11 
development project, including the widening and rerouting, has impacted the ways of life of 
tourism operators and in tum how it has shaped their senses of place. This study was driven by 
three research questions: 
Ql) Has and how has the highway expansion project shaped the senses of place of nature-based 
tourism operators in South-Central Almaguin? 
Q2) What are the connections between the ways of life and senses of place of nature-based 
tourism operators? 
4 
Q3) How has the impact on the senses of place of nature-based tourism operators located in areas 
where the highway route did not change differ from those that have been bypassed? 
As a researcher, these questions enabled me to explore both the ways of life and senses of 
place of NBT operators, as well as the connections between senses of place and ways of life and 
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how they evolve together. My exploration of senses of place was two-fold, focusing on both the 
operator's sense of place related to their respective business, and the operator' s sense of place 
and perspective of the region as a whole. Both are important units of analysis because, as will be 
discussed more thoroughly in my literature review and discussion, both are important selling 
points for NBT operators as the identity associated with a region is important for drawing 
tourists to the area and the immediate landscape that the NBT businesses operate within is a part 
of the tourist's experience. 
Thesis Map 
This thesis consists of five chapters. The first chapter introduces the study and explains 
the research questions and purpose. The second chapter reviews relevant literature including the 
development and economic issues associated with rural and small towns and the role that NBT 
plays in the economy; a conceptualization ofNBT, motivating factors, the perception of 
wilderness and its role in NBT in Northern Ontario, and tourism operators; a conceptualization 
of senses of place and the sub-concepts of place attachment, place identity, place dependence; 
and finally mobility to tie the concepts together. The third chapter details the theoretical 
approach and case study methodology with a detailed explanation of the context of the case 
study of South-Central Almaguin. The theoretical approach explains the core concepts used to 
approach the research questions, connecting Ingold ' s (1993) concepts of ways of life, landscape, 
and taskscape to senses of place and mobility. The overview of the context of the case study 
provides relevant information about South-Central Almaguin and the development of Highway 
11 with community profiles of South River, Sundridge, Burk' s Falls and Katrine. The chapter 
goes on to detail the research design including an overview of the geographic location, 
participant criteria, and sample; data collection method including semi-structured interviews, 
6 
personal observation journals, and collection of newspaper articles; directed content data analysis 
method and method of crosschecking the results that were employed to answer the research 
questions. The fourth chapter reports on the key themes derived from the interviews and 
newspaper articles. The key findings include regional economic change, mobility-related effects, 
affect on destination and through traffic businesses, establishment of business associations, and 
the affect on destination identities. The fifth chapter answers the research questions with a 
discussion of the connection between ways of life and senses of place, the different impacts of 
the bypass and widening on destination businesses and businesses that depend on through traffic, 
and connects the findings to past literature. The final chapter provides a conclusion, which 
summarizes the findings and discussion, highlights the contribution of the study to current 
literature, and identifies opportunities for further research. 
All of the individuals mentioned in my thesis have been given numbers to protect their 
identity and neutral pronouns were used when referring to participants. My work with these 
participants was conducted in accordance with my ethics application to the Research Ethics 
Board at the University of Northern British Columbia. 
7 
Chapter 2: Literature Review 
The objective of this literature review is to provide the relevant foundational information 
about the rural and small town context of South-Central Almaguin, nature-based tourism (NBT), 
and senses of place to provide context for this study. On this basis, I begin the literature review 
with an overview of the rural and small town socioeconomic context. I discuss the evolution of 
the local economies in South-Central Almaguin and situate NBT within the current context. This 
lays the groundwork for a discussion of the role ofNBT in the communities and the operators 
that run these businesses. In this section, I discuss literature regarding motorized versus non-
motorized activities and the conceptualization of wilderness as both subjects are relevant to the 
motivations and sense of place of tourists and tourism operators in this case. In the last section, I 
explore the phenomenological study of sense of place and highlight the literature that supports 
the conceptualization of sense of place and sub-concepts place attachment, place identity, and 
place dependence that I use in this study. 
Economic Development in Rural and Small Towns: Challenges of Transitioning and the 
Role of Nature-Based Tourism 
Historically, the economies of rural and small towns across Canada partially or wholly 
depended on primary industries2 (Mccann & Simmons, 2000). Many of these communities were 
founded by resource companies for the purpose of extracting natural resources or as hubs along 
the major transportation routes (Bruce, Ryser, & Halseth, 2005; Halseth, 1999; Lucas, 1971; 
2 
South-Central Almaguin fits the Organization for Economic Cooperation and Development's (OECD) definition 
of a rural community as it has a population density of less than 150 people per square kilometer (Du Plessis, Beshiri, 
Bollman & Clemenson, 2004). The population of South-Central Almaguin that falls under this category is greater 
than 50%; therefore, the region as a whole is a "predominately rural region" (Du Plessis, Beshiri, Bollman & 
Clemenson, 2004). The OECD's definition ofrural community is used for this project because, although my study 
will focus on individual nature-based tourism operators, the highway expansion impacts the landscape of the region 
as a whole, and the individuals operate within this larger regional landscape so a broader definition of community is 
needed (Du Plessis, Beshiri, Bollman & Clemenson, 2004). 
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O'Neill, 2015). The towns of Sundridge, South River, Burk' s Falls and Katrine are examples of 
communities that were founded and sustained for nearly 80 years by the resource extraction 
industry. South River was referred to as "Charcoal Town" based on its forestry industry and 
production from the Standard Chemical Company, and Sundridge was a Grand Trunk Railway 
hub vital for moving resources (Taim, 2007, p. 64). Burk's Falls and Katrine are also situated on 
the railway and had the added transportation benefits of the Magnetawan River, which aided the 
growth of the local forestry industry (Taim, 2007). The whole area also had a productive 
agricultural industry. These towns and their productive economies were built on the consumption 
and production of natural resources, which directly provided a large number of jobs (Michels, 
2013 ; Taim, 1998; 2007). Indirect jobs were created in industries such as education, healthcare, 
retail and the service sector to support the populations employed in the resource industries 
(Nelson & McKinnon, 2004). From about the 1870s to the 1970s, primary industries were able to 
stimulate growth and development in many of these small and rural towns (Weller, 1977). This 
prosperity was not sustainable because of the nature of non-renewable resources and the forces 
of the global economy as there was a shift toward neoliberal policies (Bruce, Ryser, & Halseth, 
2005; Nelles, 2005; O'Neill , 2015 ; Randall & Ironside, 1996). 
In the early 1970s, Canada began a shift from the Keynesian economic system of the 
post-World War II period that supported maximum employment, to a neoliberal economic 
system concerned with maximizing economic efficiency and capital gains (Bradford, 2004; 
Harvey, 2005). Neoliberal principles involve the promotion of free trade, privatization and de-
regulation (Harvey, 2005). Despite this focus, the state still plays a large role in neoliberal 
economies as it is meant to impose financial rules on the market (Harvey, 2005). 
Some of the sectors in which neoliberal policies were implemented in their most true 
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form were the resource development sectors. Free trade agreements, privatization, de-regulation, 
decreased controls on currency flows and the reduction of protection, subsidization and state 
regulations are all policies impacting the resource sectors (Bradford, 2004; Harvey, 2005). These 
changes began in the 1970s and were slow to take hold until the 1990s when these neoliberal 
policies were implemented by the Liberal government of the time (Bradford, 2004; Harvey, 
2005). 
Over the past four decades, rural and small town communities across Canada have been 
at the mercy of the regulatory changes associated with a neoliberal economy (Harvey, 2005; 
McCann & Simmons, 2000). The communities most affected by neoliberal policies are those 
dependent on resource extraction. When the South River Standard Chemical Plant and other 
large companies in Burk' s Falls and Katrine shut down in the early 1960s, the communities were 
left with many small-scale farming and forestry operations. Neoliberal policies favour large 
businesses and large-scale resource development operations rendering communities that are 
based on numerous smaller, local businesses at a disadvantage (Harvey, 2005). In order to avoid 
decline and ensure sustainability after the closure of major resource-extraction companies, 
resource-reliant communities must develop a more diverse economy (Chon & Evans, 1989; 
Halseth, 2005; Halseth, Markey, Reimer & Manson, 2010; McAllister, 2008; Reid, Taylor & 
Mair, 2000). The alternative means of development that has been employed by many rural and 
small towns across Canada is a transition to a post-productive economy (Gill & Reed, 1999; 
Halseth, Markey, Reimer & Manson, 2010; Mather, 2001 ; Mather, Hill & Nijnik, 2006; 
McAllister, 2008; Reid, Taylor & Mair, 2000). 
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Economic transition and the emergence of post-productive industries. 
The communities of South-Central Almaguin have struggled to this day to develop 
sustainable economies in the wake of the closures of major resource-extraction companies in the 
early 1960s (Taim, 2007). This has left the local communities with issues such as high 
unemployment rates, low average incomes and a high-level of youth out-migration (Statistics 
Canada, 2011). Sundridge and South River developed a reliance on the highway with a number 
of businesses, including gas stations, restaurants, hotels and stores, that depended on through-
traffic and the communities identified themselves as such, a stop on the highway (Precision 
Management, 2009). Sundridge and South River were bypassed in the Highway 11 development 
project, which added an additional challenge for these communities who are still searching for 
businesses and industries that can support the community long-term. 
Steps have been taken in South-Central Almaguin to stimulate jobs and growth in the 
area. Land that was formerly used for farming and forestry has been re-purposed for recreation, 
tourism and residential development (Precision Management, 2009). This is illustrative of a 
neoliberal shift from an economy largely rooted in productive industries to an economy more 
focused on post-productive industries. South-Central Almaguin does not have a purely post-
productive economy; however, it has developed a number of businesses in the post-productive 
industries ofNBT and recreation, second home/cottaging and retirement. 
The transition from productive to post-productive industries is based on the re-purposing 
of land as a space of consumption, as opposed to a space of production (Gill & Reed, 1999; 
Mather, 2001; Mather, Hill & Nijnik, 2006). The re-purposing of land in the transition to post-
productive industries is accompanied by the parallel growth of service sector jobs and 
subsequent changes to the socioeconomic landscape (Reid, 1998; Gill & Reed, 1999; Mather, 
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2001 ; Mather, Hill & Nijnik, 2006). Service sector jobs develop to support the recreational, 
tourist and residential development. The increase of service sector jobs is positive on one side; 
however, these jobs often fall short in providing the full-time employment opportunities that 
were once available in the resource sector (Reid, 1998; George, Mair, & Reid, 2009). NBT jobs 
in these areas also tend to be seasonal and low paying with minimal chance of advancement 
(Davis & Morais, 2004; Koster & Lemelin, 2009). The implications of the increase of service 
sector and tourism jobs include youth out-migration, decreased full-time employment and an 
increase in the economic gap between the rich and poor (Reid, 1998; George, Mair, & Reid, 
2009). 
Another large difference between a productive and a post-productive industry is the way 
that the landscape is viewed and valued (Amsden, Stedman, & Kruger, 2010). In a productive 
industry, the value of land and resources lies in the extraction and refinement of resources into 
commodities to be sold, whereas, in post-productive industries, land and resources are valued as 
part of an experience that is consumed in place by visitors. This means that the aspects of the 
landscape necessary to fulfill the expected or desired experience of visitors, such as picturesque 
views or areas that appear natural and untouched, are valued (Thorpe, 2008). Thorpe (2008) 
explained that activities such as NBT depend on landscapes to provide the experience of 
picturesque views, the elements for recreational activities and a romantic escape from the 
everyday grind that has come to be associated with the wilderness and NBT over time (Amsden, 
Stedman, & Kruger, 201 O; Thomson, 1894; Urry, 1990). It is important to note that productive 
and post-productive landscapes can and do exist together in the same places. In the Almaguin 
region, the towns of Sundridge, South River, Burk' s Falls, and Katrine have always had both 
productive and post-productive aspect of their taskscape, with value in the consumption of the 
landscape for both extraction and tourism. 
Nature-based tourism in rural and small towns: Problem or solution? 
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Markey, Halseth, and Manson (2006) identify several variables that influence the 
potential success of sustainable development in small towns and rural communities which 
include infrastructure, production factors , location, economic structure, amenities, social capital, 
innovation, and institutions. Cheap land, access to resources, natural amenities, access to 
education, strong social networks, strong commitment to place and high quality of life were 
identified as assets to the economic competitiveness in rural and small towns, which extends to 
NBT (Markey, Halseth, & Manson, 2006). A weak economic base, low and declining 
population, aging population, distance from key markets and capital, inefficient communication 
infrastructure, declining employment in primary industries, low levels of education, and lack of 
organizational and institutional infrastructure were identified as barriers (Markey, Halseth & 
Manson, 2006). 
Intra-community relations play a large role in the development of a strong local tourism 
industry (Mair & Reid, 2007). Wen and Hou (2015) discussed the importance of the "tourism 
cluster" arguing that competitive advantage is achieved in the tourism industry by creating a 
cluster of tourism core attractions with supporting services, in a geographic area with the 
common goal of economic agglomeration. Wen and Hou highlighted the importance of the 
business alliances, regional brand, and innovation of tourism services as vital aspects resulting 
from the tourism cluster. There are many stakeholders to consider in the creation of a tourism 
cluster including local residents, seasonal residents, tourists, business owners, entrepreneurs, 
investors, and government officials who must all be considered. The goals and visions of the 
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stakeholders are often conflicted, requiring any plans to include the consideration of both 
community-specific and tourism-related goals (Mair & Reid, 2007). Even in cases where 
considerations are made, there is often opposition from community members who are resistant to 
the changes that accompany tourism development (Haugland, Ness, Gronseth, & Aarstad, 2011 ; 
Petrzelka, Krannich, & Brehm, 2006). 
Inter-community relations also play a large role in successful tourism development in 
rural and small towns and the creation of an attractive tourist destination (Haugland, Ness, 
Gronseth, & Aarstad, 2011). Haugland, Ness, Gronseth, and Aarstad (2011) argued that 
individual communities could gain a lot by working with surrounding communities to generate 
ideas, create a larger destination identity and integrate experiences within the region. A 
destination identity is very important, as NBT industries are place-oriented making the local and 
regional landscape, and community a key part of the packaged tourist experience (Ryser & 
Halseth, 2010). 
Road to change: Highway development and small towns. 
In addition to transitioning economies, rural and small towns such as Sundridge, South 
River, Burk' s Falls, and Katrine must also contend with the side effects of decisions made at the 
provincial and federal levels. One such decision is the highway development project that was 
designed and implemented by the Ontario government resulting in the widening of Highway 11 
from Huntsville to North Bay. 
Transportation infrastructure development projects have largely been seen as positive and 
have been used to stimulate growth and development in both urban centres and rural and small 
towns (Meijers, Hoekstra, Leijten, Louw, & Spaans, 2012). The expansion of transportation 
infrastructure increases accessibility to more remote regions by reducing travel times and 
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creating safer conditions for the transportation of people and resources (Hou & Li, 2011 ). The 
majority of research regarding the correlation between transportation infrastructure development 
and accessibility has been done in China; however, the same conclusions are alluded to 
throughout the literature on rural and small town development in Canada and the United States 
(Chandra & Thompson, 2000; Forkenbrock & Foster, 1990; Meijers et al. , 2012; Rephann & 
Isserman, 1994; Tomblin, 1990). Increased accessibility can make remote towns more appealing 
for economic development as people and resources can flow more efficiently to and from urban 
centres, while the cost of land remains lower than in urban centres (Beesley, Bowles, Macintosh, 
& Johnston, 1997; Hanlon & Halseth, 2005). Benefits also extend to tourism and cottage 
development as the reduced travel time makes the area more attractive as a vacation or weekend 
destination (Halseth, 1998). 
Perceived negative impacts of the highway project relate to bypasses and the physical 
alterations to the landscape (Michels, 2013). Post-productive economies that cater to tourists, 
cottagers and retirement populations have a significant stake in the natural beauty and pristine 
wilderness of the local landscape (Almaguin Highland Inc., 2013 ; Gill & Reed, 1999). In the 
case of the Highway 11 expansion, the landscape was altered, as a four-lane divided highway 
replaced a two-lane undivided highway (Kelly, 2013 ; Precision Management, 2009). The 
increased accessibility provided by the highway expansion also paves the way for mass tourism, 
which although potentially beneficial to the local economy, poses risks to the sustainability of 
the region if the population influx is incongruent with residents ' perceptions of place (Mitchell & 
Singh, 2010; Urry, 1995). 
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Figure 2. Highway 11 Bypass ofSundridge and South River. This map shows the route of Highway 11 before and 
after the development project. The line labeled Highway 11 shows the new route. The line labeled Highway 124 east 
of Highway 11 , which cuts through Sundridge and South River, was the route of Highway 11 before the 
development. Image retrieved from Google Maps, January 25, 2016. 
The highway expansion can also impact small towns through increased competition with 
neighbouring urban centres. Over the years, many small businesses have tried to develop in 
South-Central Almaguin to supply goods and services to local residents, tourists, cottagers, and 
through traffic (Beesley, Bowles, Macintosh, & Johnston, 1997). However, the location of 
Almaguin poses a significant challenge for many of these businesses, particularly those in retail 
and tourism. South-Central Almaguin is located in between North Bay and Huntsville, which are 
both much larger centres with populations of 56,000 and 19,000 respectively. Both are home to 
large shopping centers, housing a variety of well-known stores, restaurants, as well as super 
centres such as Wal-Mart and Loblaws. Having these large retail services that offer a wider 
selection of products, often at a reduced cost, a mere 45-minute drive up or down the newly 
expanded highway makes it extremely difficult for small local retailers to compete (Beesley, 
Bowles, Macintosh, & Johnston, 1997). This challenge has been exacerbated for communities 
such as South River and Sundridge, which have now been bypassed by the new highway 
development (see Figure 2). This bypass means the towns no longer get the through traffic that 
they once depended on to support businesses such as the gas station, grocery store, restaurant, 
retail stores, and hotels (Precision Management, 2009). South-Central Almaguin is also located 
west of Algonquin Park and north of Muskoka, which are both very well-known tourism 
destinations. Almaguin is a largely unknown area with a name that is less recognizable than 
Algonquin Park and Muskoka. 
Nature-Based Tourism 
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Fredman, Wall-Reinius, and Grunden (2012) identified four major themes that recur 
throughout the NBT literature. These themes are: visitors to a "natural" area, experiences of and 
in the natural environment, participation in activities, and normative components such as 
sustainable development (Fredman, Wall-Reinius, & Grunden, 2012, p. 290). Fredman and 
Tyrviiinen (2010) brought together the descriptions presented in the research of Dowling (2001 ), 
Hall and Boyd (2005), Laarman and Durst (1987), Lang and O'Leary (1997), Mehmetoglu 
(2007), and Valentine (1992) to provide the definition that NBT involves "leisure activities 
taking place in natural areas, and that key components are the visitor (being away from home) 
and experiences of, or in, nature" (p. 180). This definition is inclusive of motorized and non-
motorized activities, and activities that carry varying levels of risk. 
It is important to recognize the different motivations associated with various NBT 
activities as these motivations play a role in how individuals perceive and value the landscape 
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(Jackson & Wong, 1982; Kil, Holland, & Stein, 2014). Jackson and Wong (1982) conducted a 
study on the motivations of cross-country skiing as compared with the motivations for 
snowmobiling. Cross-country skiers in the study identified their motivations to include physical 
exercise, tranquility, solitude, and absence of man-made features. Snowmobilers identified time 
with family and friends, adventure and challenge, meeting new people, getting to a destination 
and prestige as motivations (Jackson & Wong, 1982). Similar studies have been undertaken by 
Wong, Thirumoorthi, and Musa (2013) on SCUBA diving; Williams, Dossa, and Fulton (1994), 
and Little and Needham (2011) on skiing and snowboarding; Mann and Leahy (2009) on 
ATVing; and Warzecha, Anderson, James, and Thompson (2001) on snowmobiling, cross-
country skiing and snowshoeing. Based on past research, Kil, Holland, and Stein (2014) refer to 
the activity categories as appreciative non-motorized recreation and consumptive motorized 
recreation. Kil, Holland, and Stein's study proposed the idea that a correlation exists between 
environmental attitude and recreation motivations, arguing that more environmentally-conscious 
individuals are more likely to choose appreciative non-motorized activities. 
The nature in nature-based tourism. 
Fredman, Wall-Reinius, and Grunden (2012) and Fredman and Tyrvainen (2010) 
identified a natural landscape as an important aspect of the NBT experience. The ideas 
surrounding nature and the appeal of a natural landscape have changed over time and vary from 
culture to culture and person to person (Cronon, 1995; Demeritt, 2002; Wall-Reinius, 2012). 
This variation is rooted in the broader social, cultural, economic, and political context of a group 
or individual. Cronon (1996) explained that natural wilderness was described in the early 18th 
century as savage, deserted, desolate, and barren. Wilderness had a largely negative connotation 
at that time and parallels were drawn to biblical stories where the wilderness was a place of 
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temptation, moral confusion, and despair (Cronon, 1996). During the Industrial Revolution, the 
built world began to encroach on what was once considered wilderness and the views of natural 
wilderness began to change (Jasen, 1995). Wilderness started to be viewed as the preservation of 
what was being lost in the world as cities developed, and it was even likened to the Garden of 
Eden (Cronon, 1996). Cronon (1996) argued that what we view as nature is merely "the 
reflection of our own unexamined longings and desires" (p. 7) . Cross (1992) painted a picture of 
summer homes and cottages using words and phrases such as nature and simpler life, describing 
the setting as an escape from everyday life. Halseth ( 1998) argued that the act of cottaging and 
associated "state of mind" have become part of Canada' s folklore (p. 15). The state of mind of 
cottaging is associated with the "goal of cottagers to seek a peaceful and relaxing, albeit 
temporary escape from the pressures of urban life", which individuals think they can achieve by 
being closer to nature (Halseth, 1998, p. 16). 
NBT in South-Central Almaguin occurs in cottage country and NBT and cottaging 
overlap, sharing many of the same activities and the same perceptions of the respective activities 
as an escape or retreat from everyday life (Fredman, Wall-Reinius, & Grunden, 2012). NBT 
operators use the perception of nature as a tool to market an appealing experience to tourists , 
which is related to their expectations and desires. One aspect of an appealing natural landscape is 
the illusion that it is untouched by humans (Cronon, 1996; Fredman, Wall-Reinius, & Grunden, 
2012). NBT operators often create this illusion by selectively developing the landscape. One of 
the operators with whom I spoke provided an example of this saying, "So a lot of people will 
come in for a tour and people will say, ' Wow this is great! There ' s lots of old trees . I'm used to 
an open field. ' or that kind of concept. Absolutely, well those trees are all natural physical 
environment yet they 've been placed very strategically for how we operate" (Participant 8). 
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Wall-Reinius (2012) argued that natural landscapes could exist within a "relative scale where 
natural and cultural components interact from nature without visible artifacts or traces of human 
activities to be more or less arranged, human-made, and built areas" (p. 293). Hall and Boyd 
(2005) explained the importance of remoteness and isolated wilderness to the NBT experience. 
However, some scholars (Fredman, Wall-Reinius, & Grunden, 2012; Haukeland, Grue, & 
Veisten, 2010; Wall-Reinius, 2012) argued that tourists seeking out NBT experiences are looking 
for an escape from everyday life, as previously discussed, but that this escape must be combined 
with comfortable facilities, infrastructure services, and good service quality. Nordic (2005) 
explained that the need for home comfort and the desire to stay connected during a supposed 
escape is rooted in social, technological, environmental, economic, and political shifts in society. 
Living the painted landscape: Nature-based tourism in Northern Ontario. 
NBT in Northern Ontario followed a similar trajectory to the general discourse ofNBT in 
terms of the value and perception of natural landscapes. As far back as the 1890s, authors such as 
Thomson (1894) discussed the significance of the landscape of Northern Ontario, and Algonquin 
Park in particular, and explained that the authentic tourism experience was produced through the 
process of people moving through these picturesque landscapes. The nineteenth and early 
twentieth centuries saw a trend of tourists placing an increased value on the 'wild ' aspect of 
nature, and Thorpe (2008) argued that these tourists "began to seek out destinations in Ontario 
that fit into the romantic ideals, for example those containing sublime elements such as 
waterfalls and dark forests or picturesque features such as roughness and variety in the natural 
landscape" (p. 347). The Northern Ontario landscape was romanticized in the paintings of the 
Group of Seven, which in an era of identity-seeking for Canada became an interpretation of 
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Canada and central to the Canadian experience (Pente, 2009). Thorpe (2008) suggested that 
present-day tourists continue to seek out destinations that are in line with these romantic ideals. 
South-Central Almaguin is uniquely situated in Northern Ontario as it has the 
picturesque, natural landscapes; however, it does not have the amenities, infrastructure and 
comforts of Muskoka or the destination identity of Algonquin Park. South-Central Almaguin is a 
three- to four-hour drive from Toronto and other large tourism markets, which has put the area at 
a disadvantage in attracting tourists who prefer their natural wilderness escape to be a shorter 
drive to areas such as Muskoka, which is closer to a two-hour drive. The highway development 
has the potential to change this with shorter driving times and infrastructure shaping the 
perception of the distance of South-Central Almaguin. 
Living to work, working to live: Lifestyle entrepreneurs in NBT. 
NBT in Northern Ontario is largely made up of small-scale businesses that are farnily-run 
or operated by entrepreneurs (Fredman & Tyrvainen, 2010; Lundberg & Fredman, 2012). Unlike 
the large corporations that dominate the traditional mass tourism market, the literature on eco-
tourism and NBT operators suggests that these NBT operators have priorities beyond economic 
growth and profit (Ateljevic & Doorne, 2000; Dawson, Fountain, & Cohen, 2011 ; Lundberg & 
Fredman, 2012). Ateljevic and Doorne (2000) referred to these NBT operators as "lifestyle 
entrepreneurs" (p. 379). Lifestyle entrepreneurs are those that choose their business endeavors 
based on their personal goals and interests and seek to balance the economic performance of 
their businesses with the sociocultural and environmental values that they hold. In order to 
maintain this balance, lifestyle entrepreneurs may consciously restrict the growth of their 
businesses in order to maintain the atmosphere and quality of the experience that they provide 
and to limit their environmental impact. Shaw and Williams (1998) argued that the non-
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economic motives of lifestyle entrepreneurs can negatively impact the success ofregional 
economies due to their characteristic suboptimal profits, low employment, resistance to growth 
and practices that put socioeconomic and environmental wellbeing ahead of efficiency and 
profit. However, lifestyle entrepreneurs gauge their success differently and may simply consider 
"the continuing ability to perpetuate their chosen lifestyle" as success (Dewhurst & Horobin, 
1998, p. 30). As the name suggests, for a lifestyle entrepreneur, operating their business is not 
simply a job, but a key aspect of their lifestyle and way of life (Ateljevic & Doome, 2000; Getz 
& Carlsen, 2000). The work tasks of lifestyle entrepreneurs make up a significant part of their 
taskscape and intertwine and guide many other aspects of their taskscape3, such as leisure and 
family tasks. Since NBT businesses operate within and depend on the natural landscape, the 
ways of life of lifestyle entrepreneurs are tied up in the fate of that landscape. Many of the 
tourism operators with whom I spoke in South-Central Almaguin own family-run businesses or 
they loosely fall under Ateljevic and Doome's (2000) definition of lifestyle entrepreneurs based 
on their motivations and lifestyles. 
Sense of Place 
This project explores the relationship that NBT operators have with the places that they 
operate within, and how their senses of place are shaped through their experiences and 
interactions with and within the landscape 4. Sense of place has been conceptualized and utilized 
in a range of disciplines. Cresswell (2004) broke down the study of place into three approaches: 
descriptive, social construction, and phenomenological. Tuan (1977) gave a basic definition of 
place as a space to which humans have ascribed meaning and value. Tuan (1975) explained that 
3 The term "taskscape" follows the definition given by Ingold (1993 , p. 158). An explanation of the term can be 
found in Theoretical Approach (p.33) . 
4 The term "landscape" follows the definition given by Ingold (1993 , p. 153). An explanation of the term can be 
found in Theoretical Approach (p .33). 
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sense of place is developed over time through a collection of experiences in a given place, 
involving each of the human senses. Relph (1976) shared the perspective that sense of place is 
created through experiences, adding that important aspects of the experiences that define sense of 
place are the relationships between people in a given setting. Davenport and Anderson (2005, p. 
627) argued that place literature largely conceptualized place within the framework of the 
human-environment relationship, grounded in four tenets: 
• Places manifest the physical characteristics of a setting, activities and 
expenences; 
• People assign meanings to places and derive meaning in their lives from places; 
• Some place meanings translate into strong emotional bonds that influence 
attitudes and behaviours within the context of those places; 
• Place meanings are maintained, challenged, and negotiated in natural resource 
management and planning. 
The theoretical approach I followed for this paper was based on Ingold ' s (1993 ; 2000; 
2007) dwelling perspective, which is rooted in phenomenology. The phenomenological approach 
explores how individuals develop feelings and attachment to a place through their lived 
experience within that place (Ingold, 2000). Ingold (2000) discussed how individuals create a 
sense of self and sense of place through everyday experiences and interactions, which he refers 
to as being-in-the-world. 
Ingold' s (1993, 2000, 2007) work differed from the framework and tenets argued by 
Davenport and Anderson (2005) in terms of the human-environment relationship and the idea of 
assigned meanings. Ingold (2000) challenged the concept of the human-environment relationship 
as he argued that using such a framework "separates the ' two worlds ' of humanity and nature" 
(p. 1). Alternatively, Ingold (2000) sought an approach that allowed people to look at the human 
experience as a whole, without compartmentalizing the social and ecological facets. lngold ' s 
(2000) solution was the "dwelling perspective", which looked at humans/organisms-in-their-
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environment, which contrasted with the idea of "the self-contained individual confronting the 
world ' out there"' (p. 4). Ingold (1993) steered away from the concepts of humans/organisms 
and environment, instead discussing body and landscape which are "generated and sustained 
through the processual unfolding of a total field of relations that cuts across the emergent 
interface" between the body and the landscape (p. 156). This means that humans and the 
environment, more aptly referred to as body and landscape, cannot be viewed as isolated from 
each other (Ingold, 1993). Ingold (1993) also took issue with the idea that space becomes place 
when people assign meaning to it. Instead of beginning with empty space, to which humans 
attach meaning, Ingold begins with landscape in which meanings are generated from people 's 
engagement with the world. 
Recent work continues to use and build on the phenomenological approach to sense of 
place. Lin and Lockwood (2013), supported by Manzo (2003) and Gunderson and Watson 
(2007), argued that "sense of place is best understood as an experiential and interactive process 
involving physical and social dimensions" and they stressed the importance of the interactive 
process, meaning the lived experience of the individual (Lin & Lockwood, 2013, p. 2). Larsen, 
De Freitas, and Hicks (2013) further stressed the importance of the complex connections 
between individuals and place that shape senses of place. For NBT operators, or as discussed 
earlier, lifestyle entrepreneurs, everyday activities such as participating in and facilitating 
recreation play a role in shaping their relationship to the landscape, and by extension, their 
emotional and functional attachment to place. The place meaning that the NBT operators bring to 
their experiences and the place meanings ascribed by others also influence their emotional and 
functional attachment to place. 
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Many studies define sense of place as encompassing a number of interconnected 
dimensions including place attachment, place identity, and place dependence (Kerstetter, 
Bricker, & Li, 2010; Lin & Lockwood, 2013; Qian & Zhu, 2014; White, Virden, & Van Riper, 
2008). Despite some consensus on these three dimensions, there has been little consensus on the 
structural relationship between the dimensions and how they are measured (Qian & Zhu, 2014). 
Williams et al. (1992) and Kertstetter, Bricker, and Li (2002) used the concepts of sense of place 
and place attachment interchangeably, as Williams, Patterson, Roggenbuck, and Watson (1992) 
explained that the concept of place attachment encompasses place identity and place dependence, 
while Kertstetter, Bricker, and Li proposed a similar framework with the addition of a lifestyle 
component. Kyle, Graefe, and Manning (2005) also identified place identity and place 
dependence as components of place attachment and added place bonding as a third component. 
In contrast, place attachment and place identity have been used as interchangeable concepts 
(Stedman, 2002). Place attachment has also been conceptualized as a sub-dimension of place 
identity (Lalli, 2002); and place attachment and place identity have be framed as distinct yet 
related concepts (Pretty, Chipuer, & Bramston, 2003; Jorgensen & Stedman, 2001; 2006). 
For this research, I used the multidimensional sense of place framework laid out by 
Jorgensen and Stedman (2001 ; 2006), which functions on the basis that place attachment, place 
identity and place dependence are distinct but interrelated terms. Jorgensen and Stedman' s 
(2001 ; 2006) sense of place framework is utilized more recently in the tourism context in Vong 
(2013) to explore the influence of heritage tourism on the sense of place oflocal people and in 
the context of movement and change in Qian and Zhu (2014) to explore sense of place among 
migrants. The coding framework that I developed for senses of place centered on place 
attachment, place identity and place dependence within this multidimensional framework of 
senses of place. 
Place attachment. 
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Place attachment is broadly conceptualized as the emotional bond that an individual 
develops with a place (Altman and Low, 1992; Jorgensen & Stedman, 2001; Lewicka, 2008; 
Qian & Zhu, 2014; Williams, Patterson, Roggenbuck, & Watson, 1992). Altman and Low (1992) 
stated that place attachment is an "interplay of affect and emotions, knowledge and beliefs, and 
behaviours and actions in reference to a place" (p. 5). In addition to exploring how individuals 
feel about a place, the study of place attachment can also provide insight into how individuals 
engage with a place, their community, visitors and the landscape, which are important aspects of 
the life of a NBT operator (Amsden, Stedman, & Kruger, 2010). In order to draw out indicators 
of place attachment from the interviews with NBT operators, questions were designed to probe 
for significant past experiences in place and feelings towards the landscape and local community 
(Jorgensen & Stedman, 2006). Amsden, Stedman, & Kruger (2010) argued that it is important to 
recognize and understand that place attachment is felt differently by each individual despite 
similar experiences and places. 
Place identity. 
Place identity was originally defined by Proshansky (1978) as "those dimensions of self 
that define the individual's personal identity in relation to the physical environment by means of 
a complex pattern of conscious and unconscious ideas, beliefs, preferences, feelings, values, 
goals, behavioural tendencies, and skills relevant to this environment" (p. 155). Ross and Uzzell 
(1996) and Qian and Zhu (2014) argued that these aspects of personal identity emerge out of 
affective and social relations with a place. The interplay between identity and place results in a 
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sense of distinctiveness, continuity, self-esteem and self-efficacy (Qian & Zhu, 2014; Ross and 
Uzzell, 1996; Ross, Bonaiuto, and Breakwell, 2003). Knez (2005) used a framework to explore 
place identity that is based on the framework introduced by Ross and Uzzell (1996), which looks 
at sense of distinctiveness, self-esteem, self-efficacy and continuity, which is broken down into 
referent continuity and congruent continuity. The codes in my senses of place coding framework 
for place identity are based on Knez' (2005) framework including place-related distinctiveness, 
place-referent continuity, place-congruent continuity, place-related self-esteem, and place-related 
self-efficacy. 
Place dependence. 
Place dependence refers to the ability of a given place to satisfy an individual's needs, 
desires, and goals (Stokols & Shumaker, 1981 ). The ability to satisfy the needs, desires, and 
goals of individuals is related to the amenities and resources that a place has to offer (Stokols and 
Schumaker, 1981; Trentelman, 2009). In the case of NBT, the strength of a regional destination 
brand can be a factor in achieving the needs and goals of a NBT business and operators, 
depending on how this brand is communicated to attract tourists and packaged into the tourist's 
experience (Urry, 2002). An important aspect of place dependence lies in the distinctive 
amenities and resources that a place provides and whether another place has the ability to satisfy 
the same goals (Pretty, Chipuer, & Bramston, 2003; Qian & Zhu, 2014; Stokols and Shumaker 
1981). 
Place brand: Distinguishing, labeling, packaging and selling the landscape. 
The brand or meaning of a place is important for NBT businesses as a marketing tool, 
commodification of place, and as part of the tourist's experience. The place or destination brand 
can be communicated in a way that attracts tourists, appealing to a target market looking for a 
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specific experience. The destination brand can also be packaged to deliver a specific experience 
through the construction of the built landscape, the manufactured atmosphere of the business and 
the chosen activities (Baker, 2002; Blain, Levy, & Ritchie, 2005; Govers & Go, 2011; Ryan, 
2002; Urry, 2002). Place brand is what distinguishes a place where tourism occurs as a 
destination and is embedded in the collective senses of place of the region (Campelo, Aitken, 
Thyne, & Gnoth, 2013). Place brand encompasses the natural and built landscape, social and 
cultural capital, economic wealth, local values and attributes, and overall appeal of a place 
(Hankinson, 2007; Gnoth, 2007). A key aspect of place brand is how the image and experience is 
communicated to tourists to make it a unique and attractive destination (Hall 1999; Blain, Levy, 
& Ritchie 2005). 
Methods for assessing sense of place. 
Lin and Lockwood (2013) reviewed the literature on sense of place in a natural setting 
and broke down the methods for assessing sense of place into nine categories including six 
quantitative methods (proxy measure, phase, attachment scale, community attachment, 
quantitative ranking and mapping), two qualitative methods ( qualitative interviews and photo 
elicitation) and a multiple methods approach. I used qualitative interviews as they can capture a 
person's lived experience with the landscape and are able to explore senses of place in terms of 
cultural association, biophysical appreciation, emotional attachment, and functional attachment 
(Amsden, Stedman, & Kruger, 2011; Brandenburg & Carroll, 1995; Davenport & Anderson 
2005; Gunderson & Watson, 2007; Lin & Lockwood, 2013). 
Mobilizing the Key Concepts: Mobility, Tourism, and Place 
The dynamics of rural and small towns, nature-based tourism, and senses of place are all 
tied to the mobility of people, places, things, and ideas. Rural and small towns rely on the flow of 
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people, resources, and information to and from urban centers to drive their economies. In the 
past, the economies of rural and small towns, such as those in South-Central Almaguin, largely 
relied on the efficient movement of goods in the form of extracted primary resources to urban 
centres for manufacturing and sale. The movement of the people who made up the labour force 
and information supported the movement of goods. With a shift in the local and region 
economies towards more diversity and post-productive industries, the movement of people has 
become increasingly important and is supported by the movement of resources and information. 
Sheller and Urry (2004) wrote that tourism is in itself a form of mobility and is informed 
by a number of different mobilities. In the most basic sense, tourism is a form of mobility, as a 
fundamental aspect of tourism is the movement of a person or groups between places. Tourists 
move through the landscape according to prescribed routes, with a minimal number of choices 
(Sheller & Urry, 2004). In the case of motor vehicle travel, the prescribed routes are dictated by 
the road systems built into the landscape that connect or in some cases exclude places. The task 
of moving to and from a tourist destination is shaped by the mode of transportation, route and 
distance, speed, and safety. Along this route, tourists interact with people and businesses as their 
ways of life cross the ways of life of others and their tasks become part of the local taskscape. 
In addition to the movement to and from a tourist destination, Urry and Sheller also 
highlighted the importance of a wide array of mobilities that shape place and the experience of 
tourists, playing a role in the "making and unmaking of tourist destinations" (2004, p. 1). A few 
of these mobilities included the movement of concrete things including people, resources, plants 
and animals, as well as abstract features such as images, brands, memories and performance. 
Urry and Sheller stressed the importance of the abstract mobilities for tourism as they argued, 
Tourism also concerns the relational mobilizations of memories and performances, 
gendered and racialized bodies, emotions and atmospheres. Places have multiple 
contested meanings that often produce disruptions and disjunctures. Tourism mobilities 
involve complex combinations of movement and stillness, realities and fantasies, play 
and work. (2004, p. 1) 
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These mobilities are not simply what tourists experience, but how mobility is used to perform the 
place and elicit a chosen experience (Larsen, 2008). These experiences are varied depending on 
the goals of the tourism operators and their target population. As discussed, the romantic view of 
the Northern Ontario Wilderness is an important part ofNBT in Ontario, so NBT operators may 
be concerned with the mobilization of memories and emotions in line with that view of 
wilderness. This requires striking a balance in the recreational experience of their guests between 
movement and stillness and the realities of their location and amenities with the fantastical sense 
of isolation and ruggedness. The performance of these places is ever-changing as the mobility of 
people, objects, and ideas in the landscape and the mobility of the landscape itself are continually 
shaping place and how people experience place. 
The performance of a given place does not occur in isolation, as tourism destinations are 
in competition with each other and "in these performances they are put into play in relation to 
other places, becoming more or less desirable, more or less visited" (Sheller & Urry, 2004, p. 1 ). 
Travel time is an example of an aspect of a place that may make a tourism destination more 
desirable, which tourists may factor into their destination choice. Travel time is dependent on the 
route the tourists move along and the travel speed, but travel time really becomes a deciding 
factor when put in relation to the travel time to another destination. Dickinson and Peeters (2014) 
argued that travel time is viewed as wasted time and that there was a "rapid decay" is tourism 
numbers as travel time increases. 
The ways of life of NBT operators are informed by tourism mobilities and the socio-
spatial practices of everyday life (Larsen, 2008; Urry, 2007). These socio-spatial practices 
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involve travelling for family life, leisure, friendship, business and security. The scale of this 
travel can be small, such as a couple of steps between NBT operators' on-site accommodations 
to work, or larger scale such as travel to an urban center to see family or acquire resources. For 
tourism operators, the changes to Highway 11 have the potential to alter the mobilities related to 
each of the aspects and tasks that make up their ways of life. 
Conclusion 
The nature-based tourism businesses in South-Central Almaguin operate within an 
economy that has been in transition for decades. These operators are lifestyle entrepreneurs, who 
chose their given career paths based on lifestyle goals and motivations and their career paths 
have in tum shaped their lifestyle and way of life. NBT businesses are post-productive 
businesses which package, communicate, and execute an experience, including the landscape and 
recreational mobility for tourists to consume. The past experiences ofNBT operators, such as 
business activities, personal recreation, and movement through the landscape, have shaped how 
the operators view the landscape and their senses of place. Their senses of place are continually 
changing as they move through their ways of life and new experiences and changes to the place 
alter the ability of the place to meet their needs, desires, and goals, how their sense of self is 
defined in relation to place, and their attachment to a given place. The changes to the highway 
have altered the built landscape and the mobility ofNBT operators and tourists. These changes 
have shaped the experiences of the NBT operators and in tum their ways of life and senses of 
place. The purpose of my thesis was to explore how the changes to the highway have altered the 
ways of life and sense of place of the NBT operators in the context of South-Central Almaguin. 
In addition, I looked at the links between ways of life and senses of place in the context of South-
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Central Almaguin, as there is limited literature that has explored these links in practical, real 
cases. 
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Chapter 3: Methodology 
For this study, I used a qualitative case study (Baxter & Jack, 2008; Yin, 2014) with 
embedded units to explore the experience of the highway development by nature-based tourism 
(NBT) operators within South-Central Almaguin. The data collection consisted of twelve semi-
structured interviews conducted with NBT operators, a personal observation journal and 
collection of newspaper articles. The twelve nature-based tourism operators were purposively 
selected and included two embedded units consisting of six operators located in towns that were 
bypassed by the new highway route and six operators located in towns where the highway was 
widened but the route remained the same. The interviews and news articles were analyzed using 
directed content analysis, which is both inductive and deductive. The methods and analysis used 
within this case study were used to inform the three research questions: 
QI) Has and how has the highway expansion project shaped the senses of place of nature-based 
tourism operators in South-Central Almaguin? 
Q2) What are the connections between the ways oflife and senses of place of nature-based 
tourism operators? 
Q3) How has the impact on the senses of place of nature-based tourism operators located in areas 
where the highway route did not change differ from those that have been bypassed? 
I conducted this research within the theoretical framework oflngold ' s (1993 ; 2000; 2011) 
dwelling perspective, exploring how the mobilities of the taskscape and changes in the landscape 
related to highway development shaped the ways of life of tourism operators and their senses of 
place. 
The first section of this chapter explains the theoretical approach situating the key 
concepts explained in the literature review within Ingold ' s dwelling perspective and ideas of 
ways of life and mobility. The second section provides a thorough explanation of the context of 
South-Central Almaguin, explaining the landscape and taskscape, as well as the history of the 
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highway and the highway development project. The third section introduces the qualitative case 
study analysis approach, justifying the use of this approach based on the importance of the 
context of South-Central Almaguin in the study of the impact of the highway on NBT operators. 
The chapter details the research design including a justification of the study region, participant 
criteria, composition of sample population, and justification of data saturation. The methods 
section details the data-collection methods used in this case study including the semi-structured 
interviews, personal journal, and collection of newspaper articles. The process of directed 
content analysis and interpretation of the collected data is explained in the data-analysis section. 
Theoretical Framework 
The theoretical framework that has guided my work is based on Ingold' s (1993) 
"dwelling perspective" (p. 152) and the related concepts of mobility, landscape, taskscape and 
"ways of life" (2007, p. 103). Ingold (2011) wrote, "Through walking, in short, landscapes are 
woven into life, and lives are woven into the landscape, in a process that is continuous and 
never-ending" (p. 47). Ingold's quote encompasses the dwelling perspective (1993, p. 152) and 
how through the mobility of an individual, the taskscape becomes enmeshed with the landscape. 
Through this task the individual derives meaning from the landscape and the way of life of the 
individual is interwoven within ever-changing landscapes. 
The dwelling perspective is used to understand the temporality of the landscape as "an 
enduring record of - and testimony to - the lives and works of past generations who have dwelt 
within it, and in so doing, has left there something of themselves" (Ingold, 1993, p. 152). When 
seeking to understand the lives ofNBT operators, the landscape is the story of the entangled 
pathways of the people and space that they inhabit. This contrasts to the human-environment 
relationship understood as humans and the environment as isolated entities where the 
34 
environment is simply a neutral, external backdrop to the lives of humans (Harden, 2012; Ingold, 
1993; 2000). 
Ingold (1993) explained the notion of landscape as "the world as it is known to those who 
dwell therein, who inhabit its places and journey along the paths connecting them" (p. 156). The 
landscape and those who dwell within do not exist in isolation from each other. The landscape 
and the body, as Ingold (1993; 2000) refers to people and organisms, generate and sustain their 
form and meaning through interaction with each other. Ingold (2007) argues that the mobilities 
of people and objects occur along lines or pathways. These interactions are the crossing of 
various pathways or "ways oflife" (Ingold, 2007, p. 103). Many of these interactions emerge 
from the "business of life" or "acts of dwelling" which Ingold (1993) terms "tasks" (p. 158). The 
intertwining of tasks creates the "taskscape", which is essentially the collection of activities that 
occur on the features of the land. 
As NBT operators move through the landscape performing tasks, their ways of life 
intersect with the ways of life of others and intertwine with the landscape. Through performing 
and experiencing these tasks and intersections, people generate meaning from the landscape 
shaping their sense of self and sense of place. Place meanings and senses of place are continually 
evolving as people move along their ways of life and the mobilities of people, places, things, and 
ideas weave the never-ending story of the landscape. The highway development changes how 
people and resources move through the landscape, altering the routes people travel and the lines 
with which their ways of life intersect. This case study explores how the alterations of the routes 
people travel and the lines with which their ways of life intersect affect the ways of life and have 
shaped the senses of place ofNBT operators within the landscape and taskscape of South-Central 
Almaguin. 
Painting a Picture of South-Central Almaguin: Background and Context 
The Almaguin Highlands encompasses 15 incorporated and 4 unincorporated rural and 
small town communities located along the Huntsville to North Bay section of the Highway 11 
expansion project (Almaguin Highlands Ontario Inc. , 2013). The Almaguin Highlands are the 
western extension of the Algonquin Highlands, situated about 250 km north of Toronto, 
surrounding a stretch of Highway 11 between Huntsville and North Bay (Taim, 1998; 2007). 
South-Central Almaguin is a term created for the purposes of this project and refers to a 
conglomeration of four towns within The Almaguin Highlands including Sundridge, South 
River, Burk ' s Falls, and Katrine and the three surrounding townships of Machar, Strong, and 
Armour. 
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Figure 3. Map of the South-Central Almaguin. Image courtesy of the ({,:) Queen's Printer for Ontario, 2012. 
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Challenges facing Almaguin Highlands. 
An understanding of the political and socioeconomic situation in The Almaguin 
Highlands as a whole is important when considering the challenges that the individual 
communities and NBT businesses face. Three key challenges in the region are (a) the location of 
the Almaguin Highlands, (b) the division of local politics, and ( c) the transitioning local 
economies. 
Challenges of location and proximity. 
The Almaguin Highlands is officially classified at as part of the East Parry Sound District 
of Near North Ontario (Almaguin Highlands Ontario Inc., 2013). Almaguin is located about 250 
km north of Toronto in between Huntsville and North Bay. The region is surrounded by three of 
the top tourist and cottage locations in Canada including Algonquin Provincial Park to the east, 
Muskoka to the south, and Parry Sound to the west. Algonquin Park, Muskoka, and Parry Sound 
are all established locations with well-known names and identities that are recognized across 
Canada, and internationally in the case of Algonquin Park. South River is located adjacent to the 
northwest access (Access #1) of Algonquin Park, which allows the town to benefit and capitalize 
on the brand and opportunities of Algonquin. However, The Almaguin Highlands is a lesser-
known area and the towns that are not located on the border of Algonquin Park face the 
challenge of competing for tourists with these widely recognized areas. 
The proximity of the towns in Almaguin to Huntsville and North Bay, which both 
provide many of the services, supplies and opportunities as any large urban centres do, is also a 
challenge for local businesses. Local businesses must compete with businesses in Huntsville and 
North Bay, which in the case of big box stores are able to offer lower prices and the convenience 
of one-stop shopping for a variety of goods. The highway project appears to have exacerbated 
this issue as the new Highway 11 cuts down travel times north to North Bay and south to 
Huntsville because the route is more direct, faster, and less congested. 
'Too many cooks in the kitchen': Challenges of the political taskscape. 
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The Almaguin Highlands is a conglomeration of 15 incorporated and 4 unincorporated 
towns and villages. Each town has its own individual council made up of a mayor and a handful 
of councillors. Many of the towns also have their own individual services including waste 
removal and dump, snow removal and road upkeep, fire department, ambulance services, water 
systems and by-law enforcement. On average, each council represents about 1000 people. This 
means that the tax money of only 1000 people also funds the individual councils and services. 
Although some of these services are shared between towns, many are not, resulting in a 
significant cost to each town. The councils in each of these communities are very active and are 
able to support the communities with many basic services such as a fire department, medical 
services, and ambulance. However, with such a small tax base the councils often struggle with 
the upkeep of infrastructure, such as roads and water systems. In order to find funds for these 
projects the onus is placed back on the taxpayers. 
The division of councils and services between towns that share such a small area has 
historically created issues and tension between neighbouring communities. This division also 
creates barriers to regional growth and development due to a lack of cooperation. As councils are 
tasked with the responsibility of ensuring the prosperity of their own town, their actions would 
naturally be motivated by the needs of their respective community. This divisive taskscape is not 
ideal for creating a regional identity or determining a regional plan for economic growth. 
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Economic challenges and transition in South-Central Almaguin. 
The communities of South-Central Almaguin have been in a state of flux and economic 
transition since large primary resource companies, such as the Standard Chemical Plant, closed 
in the 1960s (Taim, 2007). Since that time, there has been a search for new industries and 
businesses that could fill the gap and provide more economic sustainability for the communities. 
Sundridge and South River developed a number of businesses that largely relied on through-
traffic from the highway and attempts have been made to attract people to the area for tourism, 
second home/cottaging, and retirement living. Tourism, cottaging, and retirement living have 
contributed to the local economies of the various communities, but to this point these industries 
have been limited in providing economic sustainability as the jobs provided tend to be seasonal 
and low-paying. 
Community profiles. 
The Village of South River & Machar Township. 
Settlement in the Village of South River and Machar Township began in 1881 with the 
completion of the Canadian National Railroad (CNR) (Taim, 2007). In 1907, South River 
separated from the Machar Township and was incorporated (Mackey, 2008). The primary 
industry in the area at that time was forestry, which took advantage of the area's abundant forests 
and waterways (Mackey, 2008; Taim 1998; 2007). Dams were created to provide hydroelectric 
power and the river was harnessed to power a sawmill and a gristmill. Due to the success of the 
lumber industry, the Standard Chemical Company set up a factory in South River in 1904 (Taim, 
2007). The factory provided jobs and economic growth for the region and South River quickly 
became one of the most prosperous towns in Northern Ontario and was referred to as "Charcoal 
Town" (Taim, 2007, p. 64) . The late 1950s saw a decrease in the profitability of the Standard 
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Chemical Company due to changes in the forestry industry and technology, which eventually led 
to the factory closing its doors in 1959 (Taim, 2007). 
The number of businesses in South River has decreased dramatically since the closing of 
the Standard Chemical Company and the village remains in a state of economic transition. 
Census data is not available for South River, so it is difficult to get an accurate breakdown of 
local employment, but I will try to provide a general sense of the local economy. South River is 
home to a handful of food, accommodation and retail services and four major NBT companies 
including Chocpaw, Voyageur Quest, Northern Edge and Northern Wilderness Outfitters. The 
village also has two large manufacturing plants, Swift Canoes and Bear Chair, and has recently 
become the home of Highlander Brew Company. 
The location of South River is responsible for many of the current businesses in town. 
South River is situated between Mikisew and Algonquin Provincial Parks on the old route of 
Highway 11. The village had come to depend on the through traffic of tourists travelling on 
Highway 11 and those travelling to Mikisew Provincial Park and Algonquin Provincial Park, 
which is where the four major NBT companies run the majority of their expeditions (Mackey, 
2008). 
South River has a population of 1049 and the surrounding Township of Machar has a 
population of 915 (Statistics Canada, 2011 ). The population of South River has an average age of 
45. 7 with 27% over the age of 60; Machar has a much older population with an average age of 
54.5 and 38% of the population over 60 years old (Statistics Canada, 2011). 
The Village of Sundridge & Strong Township. 
The Village of Sundridge is situated at the intersection of Highways 11 and 124, on the 
shores of Lake Bernard. The impact that transportation infrastructure has had on Sundridge is 
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evident throughout its history, stretching back to the incorporation of the village in 1889 as a 
result of the development of the CNR (Village of Sundridge, 2011). The railway from Toronto to 
Sundridge was completed in 1885 and the village became a local hub when the government 
struggled to find the funding and supplies to complete the route to North Bay (Taim, 2007). 
Highway 11 was completed in 1920 allowing increased accessibility by automobile (Village of 
Sundridge, 2011). The original Highway 11 route ran straight through the centre of the village, 
resulting in a significant amount of traffic passing through the town en route to North Bay for 
decades. The rerouting of the highway to create a more direct route to North Bay in 2011 
resulted in a bypass of Sundridge and a significant reduction in through-traffic (Ministry of 
Transportation Ontario, 2012). 
Sundridge has a population of 1020 and covers an area of 2.28 km2. The village has an 
aging population with a median age of 52.2 and 39% of the population over the age of 60 
(Statistics Canada, 2011). The local unemployment rate is higher than the national average at 
23.8% and over 70% of the available workforce earns less than $40,000/year (Statistics Canada, 
2011). Sundridge has a unique economic make-up, as two of the major businesses in town are car 
dealerships. Sundridge also has the largest grocery store in the region and two hardware stores. 
The economy is largely built around catering to tourists, cottagers, and retirees, with 220 of the 
500 jobs in Sundridge in retail, food and accommodation services (Statistics Canada, 2011). For 
a long time, many of the businesses in town relied on the through-traffic of people travelling to 
North Bay. 
Strong Township encompasses the 159.28km2 of land that surrounds the Village of 
Sundridge (Statistics Canada, 2011). Strong boasts a population of 1300 with a median age of 
49 .3 and 31 % of the population over 60 years of age. The unemployment rate is slightly lower in 
Strong at 20.2% and 60% of the population make less than $40,000/year (Statistics Canada, 
2011). 
The Village of Burk's Falls, Katrine & Armour Township. 
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The Township of Armour was created in 1868 under the Free Grants and Homesteads 
Act. The purpose of the act was to facilitate growth by attracting farmers and foresters to the area 
(Taim, 1998). The region thrived around the Magnetawan River, which allowed for the 
transportation of lumber and the movement of passenger steamboats, which provided the only 
access to the region at the time. The accessibility of the region increased significantly with the 
completion of the CNR in 1885 and Highway 11 in 1916 (Taim, 2007). Burk's Falls separated 
from Armour and was incorporated in 1890. Armour now includes the communities of 
Berriedale, Carss, Chetwynd, Pickerel Lake, and the unincorporated township of Katrine, which 
is the largest of Armour's five communities (Taim, 2007). 
Burk's Falls has a population of 970 and covers an area of 3.12 km2 (Statistics Canada, 
2011). The Township of Armour, including Katrine, has a population of 1372 and covers an area 
of 164.44 km2 (Statistics Canada, 2011). A walk down the main roads of Burk' s Falls and 
Katrine shows little evidence of the prosperity the towns once enjoyed. Many of the businesses 
are run-down and a number of storefronts are empty. Burk's Falls has taken steps to capitalize on 
the local history of the area with initiatives such as the Burk' s Falls and District Museum and 
The Heritage River Walk. A number of campgrounds located on the three recreational lakes, 
Little Doe, Three Mile, and Pickerel Lakes, draw a significant number of tourists to the area in 
the summer. Burk's Falls and Katrine have not been directly impacted by the most recent 
rerouting of the highway as the towns were bypassed with the development of the highway in the 
1950s (Ministry of Transportation Ontario, 2012). One significant change that has come to 
43 
Burk's Falls in recent years is the introduction of a Tim Horton's located just off the highway on 
the outskirts of the town. This is the first chain-restaurant to open anywhere in the Almaguin 
Highlands. There was a general consensus among the tourism operators that I spoke with in 
Burk's Falls that the local people are happy to have access to a Tim Horton's; however, there is a 
perception that the business has drawn customers out of town and away from existing local 
businesses. The location was also seen to further deter tourists from travelling into town as they 
are able to get off the highway to grab a coffee and gas, and then get right back on the highway 
without going into town. 
Table 1 
Comparison of The Townships and Villages of South-Central Almaguin 
Village/ Population Area Average Age Median Income 
Township 
South River 1049 4.04 kmL 45.7 $36,376 
Machar 915 184.62 kmL 54.5 $37,091 
Sundridge 1020 2.28 kmL 52.2 $37,520 
Strong 1300 159.28km2 49.3 $31,729 
Burk' s Falls 970 3.12 kmL 44.2 $24,810 
(2005) 
Township of 1372 164.44 kmL 53.0 Not Available 
Armour 
(Including 
Katrine) 
Note. All statistics from the table were pulled from the 2011 Statistics Canada Census, unless otherwise noted. Table 
courtesy of the author. 
Evolution of the highway. 
Highway 11 was originally established in 1920 as an extension of Yonge Street, heading 
north from Toronto to Orillia (Bevers, 2013). At that time, the portion of the highway between 
Orillia and North Bay was not classified as a highway, but was maintained as the Northern 
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Development Trunk Road (Taim, 2007). In 1925, construction began with the purpose of 
extending the Northern Development Trunk Road to Cobalt, ON (Bevers, 2013). When the 
construction was completed in 1927, the road that stretched from Orillia to Cobalt was 
designated as the Ferguson Highway. The highway's namesake, Premier G. Howard Ferguson, 
was a strong advocate for northern development and was instrumental in the development of the 
Northern Development Trunk Road (Bevers, 2013). The Department of Highways Ontario 
(DHO) assumed responsibility for the Ferguson Highway in the 1930s when it was amalgamated 
with the Department of Northern Development (DND) and the highway was soon reclassified as 
Highway 11 (Bevers, 2013). Throughout the next thirty years, the highway continued to stretch 
north to Cochrane and then west to Thunder Bay and as far as Emo at the Highway 17 junction 
(Bevers, 2013). 
The original Highway 11 was primarily a two-lane undivided highway, which cut 
through the centre of many small communities. The first reconstruction and rerouting of the 
highway began in 1950 when traffic volumes became too much along some sections (Bevers, 
2013). Between 1950 and 1975, fourteen towns were bypassed including Orillia, Gravenhurst, 
Bracebridge, Huntsville, Burk' s Falls, North Bay and Thunder Bay. Notable widening projects 
occurred between Barrie and Gravenhurst in the 1960s and between Gravenhurst and Huntsville 
in the 1970s (Ministry of Transportation Ontario, 1991). Widening projects were undertaken in 
the 1980s between Callander and North Bay and in the 1990s between Callander and Trout 
Creek, which included the bypassing of Callander and Trout Creek. These developments south of 
Huntsville and north of Callander created a bottleneck of the highway that extended through the 
majority of the Almaguin Highlands and suggested that the area would soon experience 
significant changes of its own. 
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The Ministry of Infrastructure (MIO) and the Ministry of Northern Development, Mines 
and Forestry (MNDMFO) released a joint 25-year Growth Plan for Northern Ontario in 2011. 
The broad goals of the plan were to "attract people and investments to the region, support 
training, education, and employment opportunities, create a highly qualified workforce and 
position the northern economy to compete on a global scale" (MIO & MNDMFO, 2011 , 1 ). The 
four-lane widening of Highway 11 between Burk' s Falls and Powassan, which was originally a 
part of the Ontario Ministry of Northern Development and Mines' 2005 Northern Ontario 
Highway Strategy, became part of the broader Multimodal Transportation Strategy, a key 
deliverable of the Growth Plan for Northern Ontario (Ministry of Transportation Ontario, 2012). 
The Ministry of Transportation Ontario website stated that the goal of the highway expansion 
program was to "help prepare northern communities for future growth, support local businesses 
and promote economic development and tourism" (Ministry of Transportation Ontario, 2012). 
The Growth Plan for Northern Ontario elaborated on this goal indicating that the highway 
projects were meant to capitalize on opportunities to : 
• Optimize the capacity, efficiency and safety of the existing transportation system 
• Link major markets, resource development areas, and hub communities 
• Enhance connectivity among road, marine, rail and air transportation 
• Meet the needs of priority economic sectors and help implement regional economic plans 
(Ministry of Transportation Ontario, 2012, p. 33). 
The route planning study for the Burk' s Falls to Powassan section of Highway 11 occurred 
between 1991 and 1993 (Ministry of Transportation Ontario, 1991 ). The process involved the 
identification of potential routes, a feasibility study of the proposed routes, an initial 
environmental assessment, and three rounds of community contact and formal presentations, 
which were conducted by the consulting firm, M.M. Dillon Limited. In Appendix C, I have 
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included the three brochures that were distributed to the local community at meetings in 1991 , 
1992, and 1993, as well as maps showing the traffic-flow study and proposed routes. 
Construction on Highway 11 began in 2007. Construction included the widening of the 
two-lane undivided highway to a four-lane divided highway, the upgrade of bridges, construction 
of ramps, and rerouting and bypass (Ministry of Transportation Ontario, 2012). In order to make 
way for these changes, a significant amount of land was clear-cut, rock was blasted away, and 
land was graded and leveled. Some of the known implications of this construction that were 
identified in the route planning study included the disruption and destruction of creeks, habitats, 
and migration routes, the bypass of local businesses, and changes to the flow, route, and safety of 
human and resource transportation (Ministry of Transportation Ontario, 1991 ). 
Figure 4. Highway Cutoff. This picture was taken on October 4, 2014 just outside ofSundridge facing south and 
shows where the road now curves right leading to the onramp to Highway I I. In the top centre of the photo, you can 
see where the old highway road abruptly ends. Image courtesy of the author. 
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Figure 5. Four Lanes of Highway 11. This photo was taken on October 4, 2014 facing south between Sundridge and 
Burk' s Falls and shows the four lanes of the newly completed highway. Image courtesy of the author. 
Qualitative Case Study Approach and Research Design 
The qualitative research approach informed the study' s objectives, design, analysis and 
interpretation. Qualitative research aims to describe and explain the complex behaviours and 
subjective experiences of individuals, finding and interpreting meaning without relying on 
numbers or statistical analysis (Winchester & Rofe, 2010; Fossey, Harvey, McDermott, & 
Davidson, 2002). A qualitative case study seeks to explore these subjective experiences within a 
specific context using a variety of methods (Baxter & Jack, 2008). Yin (2003) advocated that 
case studies should be used when the research questions are asking how or why, the behaviour of 
the study participants cannot be manipulated, contextual conditions are relevant to the 
phenomenon under study, or the boundaries are not clear between the phenomenon and the 
context. The research questions for my study include 'How?' questions related to "How the 
highway project has shaped the ways of life and senses of place of NBT operators?" and "How 
the impact on senses of place of NBT operators has differed between the two embedded units of 
the case study, businesses that are located in communities that have been bypassed and those in 
communities where the highway was widened but the route did not change". When exploring the 
impact of the highway on NBT operators, the context of South-Central Almaguin is relevant and 
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distinct boundaries cannot be drawn between this context and the phenomena because the ways 
of life of the NBT operators are embedded in the taskscape that they inhabit. Stake (1995) 
explained, " issues are not simple and clean, but intricately wired to political, social, historical, 
and especially personal contexts. All these meanings are important in studying cases" (p. 17). 
The issues Stake is referring to are the phenomena being studied, which are shaped by all aspects 
of the taskscape as the ways of life of individuals intersect with landscape and taskscape. 
Rationale for geographic region. 
The geographic area was chosen in order to capture the experiences ofNBT operators 
who operate in communities that have been affected by the highway project through (1) the 
widening of the highway from a two-lane undivided highway to a four-lane divided highway, 
and (2) a bypass due to the new highway route and the four-lane widening. The chosen towns 
and communities were located on or adjacent to the old Highway 11 route in the middle of the 
Almaguin region. The proximity of the town to the highway was a factor as the highway changes 
directly altered the town landscapes. The location of the towns, close together in the centre of 
Almaguin, was also important because of the significance of the proximity to large urban centres 
for NBT businesses and the context of the case study. 
The embedded units within the case study of South-Central Almaguin were used to 
compare the impacts of the changes on businesses based on whether they were located in 
communities that were bypassed by the new highway route and those where the highway was 
widened but the route did not change. Within the designated area of South-Central Almaguin, 
two of the prominent towns remain adjacent to the route of the new highway and the other two 
prominent towns have now been bypassed. These towns are of similar sizes and have a 
comparable number ofNBT operators. The goal was to balance the sample group between 
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operators located in towns where the highway route remained the same and in towns that were 
bypassed. This variable is important to the context of the case study because of how the 
additional impacts associated with a bypass affect the taskscape of the local community. 
Participant selection and criteria. 
Purposive sampling was used to identify participants who are a part of the community 
sub-group ofNBT operators who facilitate leisure activities in South-Central Almaguin and fit 
the selection criteria outlined below (Bradshaw & Stratford, 2010, 75). 
Selection criteria for all participants: 
• Self-identify as NBT operators 
• Offer nature-based leisure activities and cater primarily to tourists 
• Are business owners 
• Are based in South-Central Almaguin with business activity and leisure occurring at least 
partially in the region. 
The participant selection criteria and geographic area were scoped to ensure that saturation of the 
study population was possible in the context of this study (Baker, Edwards, Doidge, 2012). 
Participants were identified and recruited through Internet searches. Special consideration was 
taken during the recruitment process to ensure that there was a mix of participants from the 
communities that were and were not directly affected by the highway bypasses. 
Description of sample. 
The sample for my interviews was made up of twelve NBT operators located in South-
Central Almaguin. The operators were evenly split between communities that were bypassed by 
the highway development and communities where the highway route did not change, with six 
operators in Sundridge and South River and six operators in Burk's Falls and Katrine. 
The sample represents a wide range of business activities and recreational opportunities. 
The sample included a motel that offered a variety of nature-based recreation opportunities, two 
adventure tour companies, two outfitters that offered activity specific tours, two summer camps, 
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and five campgrounds which offered a variety of nature-based recreation opportunities. Eight of 
the businesses operated in both the summer and the winter, with four only operating in the 
summer. The range of activities included hiking, canoe trips, swimming, motorized and non-
motorized boating, fishing and ice fishing, snowmobiling, A TVing, dog sledding, cross-country 
skiing and snowshoeing. 
The sample included operators who took over their businesses before and midway 
through the development of the highway. Most of the operators had run their businesses since 
before the highway project began, which provided a perspective of before and after. At the time 
of the interviews, all operators were running businesses that were still in existence so the sample 
does not represent operators who may have gone out of business since the completion of the 
highway. One of the businesses did close five months after the interviews. 
Justification for data saturation. 
Determining when to stop collecting data is an important and problematic part of any 
qualitative research. Methods such as data saturation are used to determine reliability and ensure 
rigour. Data saturation refers to the point at which a researcher reaches a point of diminishing 
returns, when no new data is obtained including the discovery of any new insights, themes, or 
issues regarding a given category (Bowen, 2008; Strauss and Corbin, 2008). In order to 
determine when to stop my data collection, I used a four-pronged approach to ensure data 
saturation. 
The first prong involved my use of purposive sampling as a technique to determine the 
participants for my research. By using purposive sampling, I was able to use characteristics 
including geographic location, occupation, and business type to narrow in on a specific sub-
group of the population. Focusing on a specific sub-group often increases the efficiency of data 
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saturation, as the research focuses on how one group with common characteristics experiences a 
phenomenon (Tuckett, 2004). Narrowing in on a sub-group also provided a manageable sample 
population to ensure that data saturation was in fact possible. I initially identified thirteen 
possible participants and contacted each of these individuals. Seven of the initial participants that 
I contacted agreed to participate. A further eight businesses were identified through the interview 
process and five of these individuals agreed to participate. Overall, I identified 21 participants 
that fit my selection criteria and 12 agreed to participate. 
The second prong involved a continuous tracking of themes throughout the interview 
process. Before commencing interviews, I developed a broad coding structure for theoretical 
coding based on senses of place and Ingold's concept of ways of life. After each interview as a 
part of my reflexive journal, I wrote a summary of the interview, which identified themes and 
subcategories related to the coding structure and focused on new insights related to the existing 
structure or emerging relevant information and deviant cases. These summaries helped me to 
track the emergence of new information and when I found the data was not providing any new 
information. 
The third prong was similar to the second, but was completed during and after the 
completion of the coding process. During the coding process, I kept a record of the codes from 
the framework that I was using for the first time and new sub-categories that were added. I also 
made a note of information, or negative cases that differed from information I had previously 
collected. I conducted a post-hoc review of this information to determine that no new 
information was emerging and that the last interviews were reinforcing the information that 
emerged in the earlier interviews. 5 
5 
For the three core rounds of coding, Senses of Place, Ways of Life and Changes Related to the Highway, new 
codes stopped emerging between interviews 4 and 6. Negative cases emerged up to interview 9. 
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The fourth prong dealt with negative cases in order to account for deviation in the data. 
Negative cases are pieces of data that differ or contradict what has emerged from the data as the 
dominant perspective (Brodsky, 2008). These cases help to account for deviations in the data and 
explore the variety of perspectives that exist. The negative cases, along with the rest of the data, 
were crosschecked with sources collected with local media to identify bias that may have 
significantly swayed the results. 
Data Collection Methods 
A key aspect of a case study is using a variety of methods to explore the phenomena 
through multiple lenses to allow for different aspects of the phenomena to be revealed, 
interpreted and understood (Baxter & Jack, 2008). The three methods that I employed in this 
case study were qualitative semi-structured interviews, personal journal for observations and the 
collection of newspaper articles. 
Semi-structured interviews. 
I used qualitative semi-structured interviews as the primary data collection method for 
this case study. I conducted twelve semi-structured interviews with NBT tourism operators 
within the context of South-Central Almaguin. Semi-structured interviews were chosen based on 
their ability to capture the experience and history people have with the landscape, as well as the 
perspectives of individual participants. A key strength of semi-structured interviews is the 
potential depth and richness of the information that they are able to draw out (Davenport & 
Anderson, 2005; Gunderson & Watson, 2007; Lin & Lockwood, 2013). The data collected from 
the interviews was intended to shed light on: 
• How individuals in this community subgroup view the highway expansion; 
• If and how their ways of life have been altered by the highway expansion, focusing on 
their business activities, lifestyle activities and interaction with their local community; 
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• The senses of place NBT operators have of the landscape and taskscape of their business 
before and after the highway expansion in terms of emotional attachment and functional 
attachment; 
• The senses of place NBT operators have of the landscape and taskscape of their local 
community before and after the highway expansion in terms of emotional attachment and 
functional attachment; 
• How the individual ' s ways of life shape their senses of place. 
Interview process. 
Participants were contacted by email, and interviews were scheduled through email and 
in-person communication. The interviews were conducted at the main office or store of the 
participant's business. When the situation allowed, the interview included a tour of the business 
and recreation area, which allowed me to gain a deeper understanding of the businesses and the 
surrounding landscape. The majority of the interviews were between 45 minutes and an hour and 
a half in length. 
An interview guide of open-ended questions was used to structure the interviews and 
ensure that certain points were explored in each interview. The bulk of the interview was centred 
on twelve open-ended questions (see Appendix A) with follow-up probing questions if a 
participant needed encouragement for more detail. In the proposal process, the order of the 
questions was strategically determined to allow for positive flow and to gain the most 
information possible. I ended up altering the order of the questions a number of times throughout 
the interview process as I gained experience with what worked well and what needed to be 
improved. These changes are detailed in my journal reflections after each interview. The semi-
structured nature of the interviews also allowed for some freedom for me as an interviewer to 
generate follow-up questions to explore new themes as they arose (Davenport and Anderson, 
2005). Two copies of my interview guide are included in Appendix A, the first is my initial 
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interview guide and the second is the interview guide reflecting the change in question order by 
the end of my interviews. 
Prior to commencing the interviews, participants were given a brief explanation of the 
research and a thorough explanation of their rights as a participant, both verbally and in writing. 
The participants were then asked to sign an informed consent form. With the express consent of 
each participant, the interviews were recorded. Recording the interviews allowed me the freedom 
to engage with what the participant was saying instead of scrambling to get down everything that 
was said. I took brief notes during the interviews about important contextual information and 
themes I felt were significant. After each interview, I wrote a journal entry detailing my thoughts 
and feelings about the information collected in the interview as well as how I felt the interview 
went, including which aspects went well and what I could improve on for the next interview. 
Personal journals. 
Throughout my fieldwork, I kept two separate journals. The first journal focused on the 
interview process and my observations and interpretations of the interviews. The entries in this 
journal were written during interviews, after interviews and during the data analysis process. The 
second journal focused on my experience with the highway and reflections on my feelings about 
the highway development. 
Interview field notes. 
Hard copy interview field notes were written during and after each interview. The field 
notes were based on the following four categories drawn from Groenewald (2004): 
• Observational notes (ON) - Described what happened in the interview - important 
contextual notes. 
• Theoretical notes (TN) - Sought to derive meaning through reflection on experiences and 
to place experiences and findings within the conceptual frameworks of ways of life and 
senses of place. 
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• Methodological notes (MN) - Reminders, instructions or critique of the way the interview 
was conducted. 
• Analytical memos (AM) - Summary and review of progress. 
These field notes were completed no later than 24 hours after the interviews to ensure the 
experience of the interview was captured as fully as possible. Field notes are both a means of 
data collection and a step towards data analysis (Bailey 1996; Morgan 1997). These note tracked 
my journey through the interviews, helping me to track progress and decisions, and reflect on 
what was working and what could be improved. These notes also helped track the emergence of 
themes, which were used in determining saturation and my coding practice. The field notes were 
revisited during the analysis of the interview transcripts and were used to make notes on the 
interview transcript about significant themes and non-verbal communication that I had picked up 
on in the interviews that was relevant to understanding the full picture of what the participants 
were saying. 
Highway journal. 
I used my Highway Journal to focus on my experience with the highway and reflect on 
my feelings about the highway development. The purpose of the journal was to track my 
perspective on the highway development and the impact of the development on the region to see 
how my perspective evolved throughout my fieldwork and travel between Toronto and South-
Central Almaguin. 
I began with an initial entry, parts of which I shared in the Preface of this paper, to take 
stock of my positionality and how my previous experience with the region had shaped my 
perspective of the highway. I wrote entries each time I travelled between Toronto and Almaguin 
detailing my feelings, experience and thoughts that came up regarding the development. I also 
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wrote entries when I travelled on the highway between communities for interviews. I also 
included two entries from my experience travelling on secondary roads that have been altered 
due to the highway and the old Highway 11 , now Highway 124, between Sundridge and South 
River. These journal entries tracked the change in my perception of the highway and allowed me 
to bracket my experiences, while also connecting with the experiences of the tourism operators 
as I reflected on my perspective. 
Collection of newspaper articles. 
I collected newspaper articles as a secondary data collection method. The purpose of 
collecting and analyzing newspaper was to check the consistency of participants' responses as 
the interviews explored the opinions and perspectives of people who are inherently biased. The 
highway development is a contested topic, which has had both negative and positive impacts, 
which may sway a participant' s opinion, clouding their experience and altering their overall 
perspective. For example, participants may report good or romantic aspects of their history prior 
to the highway expansion, as this is what they choose to remember and focus on, but may leave 
out negative or uncomfortable circumstances from the same time period. 
I drew the articles from local newspapers including The Almaguin Forester and The 
Almaguin News and regional papers from North Bay and Huntsville. The bulk of the articles 
were from The Almaguin Forester and The Almaguin News, which were archived in hard copy in 
the Burk' s Falls library. I went through all of the papers from 2004, 2005 , 2006, 2008, 2010, 
2012, and 2014. I chose these years based on access and feasibility as the papers were stored in 
hard copy in the local library, making the process of collecting the articles arduous and the 
collection was not complete. The sample that I chose provided an even spread of articles written 
before, during, and after the construction and completion of the highway. I skimmed the papers, 
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seeking out particular themes and key words. I took scans, creating digital copies of articles that 
fit these themes and key words. The themes related to the various aspects of my project and key 
findings. For example, I looked for articles relating to the highway, recreation and tourism with 
key words such as bypass and widening/four-laning. Related to key findings, I sought out articles 
related to safety, speed, business associations, provincial politics, branding and identity of place 
and economic assessment. I ended up with about 180 articles relating to these themes. 
I spent time reading through digital copies of the newspaper articles that I collected, 
keeping the ones that were relevant. I wrote short summaries of each of the articles and loosely 
grouped the articles into major themes in line with the themes that I was coding for in the 
interviews. I then coded the articles into NVivo 10 using the coding framework that I created for 
the interviews. 
Once I completed summarizing, grouping, and coding the articles, I compared the key 
themes that emerged from the newspaper articles with key findings from the interviews. I also 
compared the themes from the newspaper articles with the negative cases that I identified. I 
present the results of this process in the Findings section, detailing where patterns aligned and 
deviated in each key theme. 
Data Analysis Methods 
I conducted qualitative semi-structured interviews as my primary data collection method 
in this case study and used directed content analysis to explore existing and emergent themes 
(Hseih & Shannon, 2005; Humble, 2009). Directed content analysis enabled me to collect and 
analyze data within the existing conceptual frameworks of senses of place and ways of life, while 
embracing the context of the case study and the subjective nature ofreal world phenomena 
(Humble, 2009), allowing the discovery of unexpected findings and interpretation of the 
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phenomenon (Davenport & Anderson, 2005, p. 630). 
Analysis of interview transcripts. 
The interview data was analyzed using directed content analysis, which involved the 
application of the conceptual categories ways of life and senses of place to the case study context 
of NBT operators and the highway project within South-Central Almaguin (Hsieh & Shannon, 
2005). Directed content analysis involves determining themes and codes before and during the 
coding process, making the analysis both inductive and deductive as it works within an existing 
framework and allows for emerging themes based on the findings from the interviews (Hsieh & 
Shannon, 2005). My data analysis process involved defining a coding framework (see Figure 6), 
transcribing the interviews, four rounds of coding for senses of place, ways of life, changes 
related to the highway and negative cases, using existing themes and developing emergent codes, 
coding consistency checks, analysis of the themes and the development of a conceptual 
framework. I will now go through each element in detail starting with the development of the 
coding framework. 
Coding framework. 
I developed the coding framework (Figure 6, p. 60) after completing a literature review of 
the concepts of sense of place and Ingold ' s (1993) conceptualization of ways of life. I broke each 
concept into categories, subcategories, and codes moving from abstract to real. The categories 
under senses of place included place dependence, place identity, and place attachment (Lin & 
Lockwood, 2013 ; White, Virden, & Van Riper, 2008). The codes for place attachment included 
past recreation experiences, stories, preferences, feelings, values, and skills related to their local 
community and business. The codes for place dependence included the goals, needs, and desires 
(Trentelman, 2009) and the codes for place identity followed Knez ' (2005) framework including 
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place-related distinctiveness, place-referent continuity, place-congruent continuity, place-related 
self-esteem, and place-related self-efficacy. 
Codes for ways of life were broken down into the categories of landscape and taskscape. 
Landscape was then divided into the categories of built and natural landscape and taskscape was 
divided into local community and individual taskscape to account for the two levels of analysis I 
was exploring. Taskscape codes were developed in accordance with the literature review of NBT 
operators, considering the different activities or tasks of a tourism operator' s life (e.g. business 
activities, personal life/family, history, recreation, and transportation) and the activities of the 
local community ( e.g. local/provincial politics, economics, social activities, history, 
transportation, and recreation) (Ingold, 1993). 
I developed a third aspect of the coding framework to narrow in on changes related to the 
highway development. This coding framework connected the two concepts of ways of life and 
senses of place to the changes of the highway through focusing changes to the built landscape 
and mobility (Sheller & Urry, 2004). To achieve this goal of connecting the two themes to the 
highway changes, the coding tree had a branch for each concept with subcategories under each 
branch based on the coding trees for sense of place and ways of life. I coded changes to the 
senses of place and ways of life that related to the physical changes to the built landscape 
including widening, rerouting, safety infrastructure, recreation trails, and highway features such 
as on and off ramps and changes to mobility including speed, route, method of transport, 
duration of transportation, frequency of transportation, and experience of transportation (Sheller 
& Urry, 2004; Urry, 2007). 
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Figure 6. Coding trees for Sense of Place, Ways of Life, and Changes Related to the Highway. This diagram ilustrates the coding trees developed for the three 
aspects of my coding framework. The coding tre for senses of place is color-coded in green and the coding tree for ways of life is color-coded in blue. The 
coding tree for changes related to the highway shows the integration of senses of place (green) and ways oflife (blue), with the changes being color-coded in 
pink. 
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Transcription and first read-through. 
After each interview, I promptly transcribed the recordings to ensure the content and 
nuance of each interview was fresh in my mind. During the transcription processes, all 
participants were given identifying numbers and names were removed. I conducted a first read-
through of the transcripts as I completed the transcriptions; however, I waited until all my 
interviews were complete before I started the coding rounds. The purpose of my first read-
through of the transcripts was to immerse myself in the data and make notes based on the context 
of the interview and on broad themes related to the coding framework I had developed, as well as 
new themes or ideas that emerged. This read-through involved listening to the recorded interview 
while reading through the transcript and making notes on the transcript and in my research 
journal. This read-through was used to identify new codes and sub-codes as new ideas emerged. 
For example, I found that many of the participants discussed Almaguin in relation to other areas 
such as Muskoka and Algonquin. To account for this, I added a "comparison" code under "Place 
Identity". This was done in the first read-through so that each of the interviews were coded using 
the same themes and codes. The journal entries that I wrote reflecting on the interviews were 
also incorporated into my hardcopy notes. 
Coding rounds: Ways of life, senses of place, & changes related to the highway. 
For the first round of coding, I applied the coding frameworks for ways of life and for the 
second round of coding, I applied the coding framework for senses of place. I started by 
inputting the coding framework into NVivo 10 and coded the transcripts using that program. 
NVivo 10 helped to keep all of the data organized and aided in the interpretation process as the 
different functions of the program allowed me to analyze the individual transcripts as well as the 
collective findings of all of the data (Leech & Onwuegbuzie, 2011; Welsh, 2002). The coding 
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process involved bracketing sentences or paragraphs of the interviews that fit into the categories 
outlined in the coding framework. 
The first two coding rounds provided a breadth of quality data and the third round of 
coding looked at the data in greater depths and helped to narrow in and focus on changes related 
to the highway development. Almaguin has gone through many changes over the years and it 
was important to ensure that I was not falsely attributing changes in ways of life and senses of 
place to the highway change, that were actually impacted by other factors. 
Coding for negative cases. 
After each round of coding, I went through the codes to examine patterns that were 
developing in the data. As expected, I found that there were conflicting accounts in a number of 
categories. Although there seemed to be distinct patterns in the data, it was important to 
recognize and account for these deviations, so I devoted a round of coding to negative case 
analysis with the purpose of pulling out pieces of data that differed from the majority of the data. 
These cases provide a more complete picture of the varied perspective of the NBT operators and 
of what is happening in the area. As with the rest of the data, these cases were crosschecked with 
media collected from local newspapers to identify and account for bias. 
Coding consistency check. 
I took a two-pronged approach to checking my coding for consistency. The first prong 
was in each round of coding. I worked with a peer who was familiar with the concept of place to 
check my coding6. I explained the coding framework and had my peer code one interview per 
round of coding. I entered both sets of coding into NVivo 10 to compare the consistency of the 
6 
Peer is a fellow Master of Arts student studying place-based education at the University of Toronto. 
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coding. NVivolO compares the coding and calculates the Cohen's Kappa coefficient7 (Viera & 
Garrett, 2005). Viera and Garret (2005) states that a Kappa coefficient between 0.61-0.80 shows 
"substantial agreement". All but one of the coding consistency checks resulted in above a 0.61 
Kappa coefficient. For the round that fell slightly below, in the moderately acceptable range, we 
went through the transcript together discussing our respective decisions and reviewed the coding 
structure, after which time we both recoded the first interview transcript, as well as a subsequent 
interview transcript, which both resulted in Kappa coefficients over 0.61. The average of the 
inter-rater reliability rounds that I conducted with my peer was 0. 76 in the substantial agreement 
range. This suggests that if another person with knowledge of the subject matter were to code 
these transcripts, the coding they would agree with about 76% of my coding which Viera and 
Garret stated was within the range of substantial agreement. The second prong, which is the most 
important, was a personal coding consistency check or intra-rater reliability to account for how 
my views and coding changed from the start of each round to the end. After I had completed 
coding each individual round for all twelve transcripts, I doubled back and recoded the first two 
transcripts that I had completed in that round. I entered both rounds into NVivo 10 and the 
program calculated the Kappa coefficient, which were above 0.81 on all rounds, which is 
considered almost perfect agreement. 
Analyzing and regrouping - the evolution of my conceptual map. 
During and after the coding process I made notes on the most prominent themes and 
codes with notable relationships and began regrouping the codes into broader themes in order to 
generate a conceptual map. In order to ensure data saturation and that I had created a strong 
model that was thoroughly supported by the data, I went through each of the categories 
7 
"Cohen' s Kappa coefficient is a statistical measure of inter-rater reliability which many researchers regard as more 
useful than the percentage agreement figure, since it takes into account the amount of agreement that could be 
expected to occur through chance". (Viera & Garrett, 2005, p. 306). 
64 
represented in the conceptual map and compiled the supporting excerpts from the interviews. 
Next, I identified the negative cases from each category and compared the model with the data 
collected from the interviews, my journals and local papers to account for varying perspectives. 
The results from this analysis are discussed in the Findings section. 
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Chapter 4: Findings 
This chapter explains the six key themes derived from the twelve semi-structured 
interviews that I conducted with nature-based tourism (NBT) operators in South-Central 
Almaguin. I analyzed the interviews for existing and emergent themes related to ways of life, 
senses of place and changes related to the highway project. The six key themes included (a) 
economic changes and loss of business connections for NBT operators, (b) motivations and 
needs ofNBT operators, (c) change in mobility of operators and tourists (d) distinction between 
destination and through-traffic business, ( e) regional collaboration, and (f) destination branding. 
These key findings were the most prominent themes that emerged in the codes when I looked at 
the intersection between the ways oflife of the NBT operators, senses of place and changes 
related to the highway. Each theme was discussed in a minimum of eight interviews. Here I 
present the key themes using excerpts from the interviews and local media to illustrate varying 
perspectives on this case study. 
Economic Changes and Loss of Business Connections for NBT Operators 
The widening and rerouting of Highway 11 altered the regional landscape of South-
Central Almaguin as the line of the highway was straightened out, moving away from the 
communities of Sundridge and South River, creating a more direct route between Toronto and 
North Bay. Changes to the line people moved along and how they moved along that line, in turn 
shaped where various people's ways of life intersected on the landscape, altering everyday tasks 
and the regional taskscape. The context of the landscape and taskscape of South-Central 
Almaguin are important to this case study because the ways of life of the NBT operators are 
enmeshed with the taskscape and woven into the landscape. 
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There was a general consensus from the participants that I interviewed and the media 
sources I explored that the bypass has had a negative impact on the local economies of Sundridge 
and South River. This has resulted in the closure of some businesses and has put others at risk of 
closure. Although most of these businesses are not NBT businesses, NBT operators expressed 
their concern for the plight of these businesses due to the importance of business connections for 
the operation of their businesses and as a loss to the overall economy. 
The impact of the bypass on Sundridge and South River started before the construction 
began because the anticipated effects of the bypass deterred the establishment of new businesses 
in the towns. Participant 7, an owner of a motel that catered to through traffic and offered a wide 
range ofNBT opportunities through equipment rentals and partnering with other operators in 
South River, suggested that the community was wary of the coming development even before the 
official consultation process began in 1990 saying, 
The biggest benefit of the Highway 11 four-laning is that it ' s finally finished . Right, 
cause it' s been hanging over our heads for 20 years. 25 years people have been saying 
oh the highway' s coming. So nobody opened a new business along here. The truck 
stop went out of business and nobody bought it because it was soon to be bypassed. 
Who wants a truck stop that' s not on the highway? So, there was this huge investment 
chill in all of Almaguin. Nobody was investing in any new businesses on the highway. 
You know there was no new hotels built, there was no new restaurants built because 
they are all going to be off the highway. So let' s do it somewhere else. 
The participant argued that the bypass was seen to be problematic for attracting new business 
and a challenge for the future of existing businesses due to the projected reduction in through 
traffic. Many of these businesses in South River and Sundridge, such as hotels and truck stops 
developed originally to depend on through traffic to maintain their business. The anticipated 
highway changes were expected to alter the flow of through traffic and reduce the intersection of 
peoples ' ways of life with businesses in South River and Sundridge changing the ability of the 
place to fulfill the needs and goals of the business owners. 
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The anticipated impact of the bypass has come to fruition for some of the businesses in 
Sundridge and South River including restaurants, gas stations, retail stores, and services that 
have felt the ill effects of the change in traffic flow. Participant 8, the owner of a camp which has 
a flow of parents and campers traveling to and from it each weekend, explained the effect on 
businesses in Sundridge that they knew saying, 
The grocery store and all the restaurants in town really that were along the highway 
when it was going through town were booming on the weekends. And the pizza 
store, I know they were really busy on Saturday and Sunday. I know the pizza 
restaurant - they shut down now and he did mention to me - the owner mentioned to 
me that as soon as the highway went through that - when the bypass went through his 
business dropped like 80% because people stop in Huntsville now because they 
know it's a lot faster. They just stop in Huntsville and eat there and then they head 
north. There are still the odd few people - they still stop in in town and eat ' cause 
they've been coming for like 15 years type thing. It' s definitely affected the 
businesses, I think. I know Foodland during the hunting season they have people stop 
in - the hunters stop in and buy all their food and stuff when they are heading up 
north and now they just drive right by and they stop in Huntsville or they stop in 
North Bay type thing. It' s definitely having an effect. 
Participant 8 gave two examples of businesses in different seasons that have been impacted by 
the bypass as the extra step of getting off the highway has lessened the flow of customers to 
these businesses. Participant 8 mentioned that there are still a few people who actively seek out 
these businesses as past experience created an attachment to these places as part of their travel 
routine. In addition to the ' out-of-sight, out-of-mind' obstacle, Participant 10, the owner of a 
campground near Burk' s Falls, gave his perspective on the impact of the bypass on the local 
economy and how the changes to the highway have heightened the competition from larger 
markets such as North Bay and Huntsville, 
Bypassing a town can for the most part be the kiss of death because most people are 
looking at built-up areas - like for myself if I think about where I'm going to do my 
shopping needs, I'm looking at the bigger towns so Huntsville has let' s say 70% of my 
needs. Barrie and North Bay - well, Barrie to the south has 150% of your needs 
because it ' s like Toronto North. I mean it really is a city. Basically any and every big 
box store, franchises, any kind of commerce that is going to be anywhere in Toronto is 
already in Barrie. North Bay has that to a limited degree - they've got some stores but 
not to the same level. But you know you are looking at it and saying now with 
Highway 11, it used to be about an hour, just over an hour, an hour and 10/ 15 minutes 
to get to North Bay and now I can do it in 50 minutes with the highway because I 
don ' t have to go through the small communities. 
Participant 10 highlighted, that the new highway not only routes the movement of people 
around many of the small communities, but that the new highway is also faster, allowing more 
efficient mobility between the communities and larger economic markets. The reduced travel 
time makes the journey to these larger urban centres more attractive, altering the mobility of 
inhabitants and drawing them away from local businesses. 
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When discussing the impacts that the bypass has had on the local economy and how they 
anticipate the economy will continue to change, participants cited Trout Creek and Burk' s Falls 
as examples of towns that have had a much longer time to experience the impacts of being 
bypassed. Participant 10 described the situation in Burk' s Falls saying, "The town of Burk's 
Falls has basically almost no businesses down that main street - it ' s vacant". And Participant 5 
referred to Trout Creek as a "ghost town". The interaction that the participants have had with 
these communities, whether through personal tasks or travel through Burk' s Falls or Trout 
Creek, media sources or word of mouth, have played a role in shaping the perception of the 
future of Sundridge and South River. 
The Almaguin News and Almaguin Forester are the two primary newspapers in 
Almaguin. These papers provide news to the inhabitants of Almaguin and in turn factor into 
the ways of life of operators and their perception of the world. These newspapers can also 
provide insight into the context of South-Central Almaguin and an alternate lens through 
which to view the phenomenon of the highway. In 2005, Jesse Kohn of The Almaguin 
Forester wrote an article about the drop in business attributed to highway bypasses in Emsdale 
and Burk' s Falls and projected the same for Sundridge and South River. Kohn described the 
impact on traffic flow around Emsdale, which is a community south of Burk' s Falls that was 
bypassed before Sundridge and South River, 
Traffic once flowed directly through the small hamlet, passing several local businesses 
on what is now the old highway. With the highway still under construction, traffic has 
been re-routed along two of the new four lanes of Hwy 11 for about two weeks now. 
Emsdale can still be seen from the highway, but the view adds a quality some local 
business owners aren't happy about distance. 
Kohn wrote about the owner of a service center in Emsdale who said that their business had 
dropped on average between 50-60% due to the highway and suggested a similar fate for 
businesses in Sundridge and South River. 
Mary Beth Hartill ' s (2010) article, "Future of Village a concern with Highway Bypass 
Imminent" was written during the municipal election in 2010, citing the same concerns for the 
negative impact of the bypass and sharing the candidates' plans for com batting the anticipated 
challenges. Hartill quoted Bill O'Hallarn, a South River town councillor, as he stressed the 
importance of the next four years for the future of South River and the importance of 
preparing for the changes, "We need to plan now for the bypass. We need signage on 
Highway 11 and at the exits to each town". He argued that tourism promotion, shops, parks, 
and industry are crucial to the survival of the towns being bypassed. Each of the candidates 
discussed by Hartill recognized the challenges posed by the highway and the need to adapt. 
Roland Cilliers ' (2014) article discussed how these predictions have come to fruition 
in downtown South River. Cillier wrote about how the official downtown was moved from 
Ottawa A venue to Highway 124, the old Highway 11, in an attempt to stimulate growth in 
response to the negative impact of the bypass on the economy of South River and the shift in 
business traffic. The participants and newspaper both felt that most of the businesses feeling 
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the negative impacts of the bypass and the shift in business traffic were service centres, 
restaurants, and retail stores. 
The ways of life of NBT operators have been affected by the downturn in the regional 
economy and the plight of other businesses in town because many rely on local businesses for 
their own business tasks. The external needs ofNBT businesses are met by other local 
businesses; tasks are performed and needs are met, and through these interactions the paths of the 
businesses are woven together forming the business network or business taskscape. Many of the 
NBT operators draw on the local community to fulfill their external needs for resources such as 
building supplies and services such as mechanics and contractors. The experience that many of 
the NBT operators work to provide to their guests also depends on other businesses such as 
restaurants, retail, or other NBT operators. 
The NBT operators have strong connections to many of these businesses that are 
suffering from the loss of through traffic. The participants discussed how their businesses 
provided patrons for local restaurants, accommodations, and services, while they rely on retail 
stores and services for the operation of their business. Participant 8 discussed his extensive 
connections to businesses in the local community in Burk' s Falls. First, they explained the 
business they bring to the local community, 
Everyone. Everyone. I don 't know of a business that I'm not connected to as a 
campground owner. So I bring in and I'm not bragging, I am in a way but. In terms of 
our campgrounds, between there ' s 3 campgrounds within 5 km and between us, we 
bring in and hold here for the entire summer close to 300 families, um, which for a 
place that only has a few thousand people, that ' s pretty beefy. All those people have to 
shop somewhere. 
Participant 8 then went on to discuss the businesses they relied on in the local community to 
operate their campground, 
Um, hardware supplies. I personally do tremendous amounts of hardware, like lumber 
and that kind of thing. And when I say tremendous you know how you are treated at a 
store based on how much you spend in there. And I shop locally I done almost 100% 
of my stuff locally because I believe in that. And so ya everything from hardware to 
satellite dishes. Frig, we have more satellite dishes in our campground than half this 
town. So for the electronics people we have lots of work for them. We also buy all of 
our ice, worms all that stuff locally. So all the camping related stuff. All our supplies, 
which is everything from cleanings supplies to lumber to tools. 
Participant 8 discussed a number of businesses that they draw on to meet their needs and 
stressed their commitment to using local businesses. Throughout the interview with 
Participant 8 they stressed their commitment to buying local and how invested they were in 
the area for the success of their business. Participant 2, the owner of a fishing outfitter that 
provides tours and ice fishing huts shared a similar experience, 
In a small town, businesses have to work together regardless. I have affiliations with 
all the hotels and outfitter. Lots of different relationships get formed between 
businesses because we are interlinked. I don ' t think a lot - well most businesses 
although you stand alone you are never alone because - I get calls here from 
customers that want to come here and stay for a weekend and want to do fishing or 
want to do something recreational, right. Well, I get all sorts of questions about where 
do I stay, where do I eat, is there this in town, is there that in town? You know so I'm 
playing tour guide a lots of time which is great and the same thing with other 
businesses when they get customers in that want to do ice fishing or something they 
call me and say I got a couple that wants to fish or whatnot and I set them up and away 
we go. I don ' t know - even one of the local businesses at one point they were going to 
send up over little deals for ice fishermen if they were hungry could order sandwiches 
off him. I guess to answer your question these businesses are all interrelated and the 
more relationships we can make the better and stronger we are. 
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Participant 2 stressed the importance of a strong network for the development of the community 
and the strength of their business. Seven other participants also stressed the importance of their 
connections to local businesses. Participant 9 mentioned the hardware store, grocery store, and 
restaurants and Participant 5 mentioned the gravel pits and marinas. 
In contrast, two operators did not see the network of local businesses and the local 
economy as important to their business operations. Participant 3, the owner of an NBT business 
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which offers canoes and dogsledding expeditions viewed his business as an island that was not 
connected to the local community in South River, which he clearly expressed saying, 
My philosophy of doing business is that if you offer a good product, a good service, at a 
reasonable price you will bring people in, and quite frankly it doesn't matter to me 
whether South River exists or not. 
However, when pushed about their connection to particular businesses, Participant 3 did 
recognize that their business operations did rely on other businesses in the local community 
saymg, 
I think most businesses in town are now struggling to stay alive so that's difficult. You 
know when my mechanic who I've dealt with for many years is now talking about 
closing shop. That would have a huge effect on me. 
Participant 3 recognized the importance of their mechanic in facilitating their business tasks and 
that a change in this connection would alter their way of life. 
Overall, participants and the newspaper articles recognized the challenges posed by the 
highway as the bypass changed the mobility of people, routing travellers' around the small 
communities and the speed of the new highway drawing people out of the small towns. In both 
cases the changes in mobility reduce the intersection of people and businesses, in turn altering 
the ability of the communities of South-Central Almaguin to meet the needs and goals of 
business owners and NBT operators. 
Motivations and Needs of NBT Operators 
In order to understand the impact of the highway changes on the ways of life and senses 
of place ofNBT operators, it is first important to understand the needs and desires of the 
operators. In the case of the NBT operators that I interviewed, their dependence on place 
extended to personal/lifestyle needs and goals, as well as business needs and goals. Personal 
needs related to the highway that participants identified were as simple as the ability to move 
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between local towns and larger urban centers for shopping, recreation, schooling, entertainment, 
or visiting family and friends. Business needs included commuting, business connections, and 
attracting tourists. The goals and desires that many of the participants discussed were broader, 
relating to the type of lifestyle that they have developed and how they desire to continue to live. 
Many of these desires reflected the individual NBT operator ' s motivation for getting into their 
chosen career. 
Although each operator had their own motivations and desires, general consistencies 
were seen in a desire to combine their personal recreation with business, work in the out of 
doors, and provide this outdoor, relaxed lifestyle for their family. Participant 6 explained their 
motivation for their lifestyle saying, 
Holy cow. You know I've been working outside, I 've been outside all my life and I 
didn ' t really realize how it' s part of my core until I didn ' t do it. And so it's my default 
setting like we went to summer camps growing up, my parents rented cottages, I was a 
camp counsellor and I guess that it's just one of those things that it' s just innate in me 
that I have to be outside. 
Participant 6 very passionately discussed how working in the outdoors is at the core of their 
chosen lifestyle and way of life. Participant 2 also discussed how their love of the outdoors 
contributed to them becoming a NBT operator, alluding to the type of lifestyle that the job 
provided. 
Prior to this I lived in Toronto and I had a goal of semi-retiring up north at a younger age 
and operating a northern business because of my love of the outdoors, and I wanted to 
combine business and the outdoors together, which I have done. (Participant 2) 
Similarly, Participant 10 summed up their story, 
I still remember and loved the ideas of working outdoors and through all of this I've 
always been an RVer. My dad introduced us to camping when we were kids and it stuck 
with me. The outdoors - we had a farm on top of Blue Mountain, we were always lovers 
of the north. And I guess when we were getting out of our last business and my wife 
said, "What' s our next venture?" because we were RVing everywhere I said, "You 
know what, I think I want to own a campground". I love having a vision of where I see 
this park from when I bought it to where I see it going and I love doing the recreation 
and rebuilding. 
Both of these operators touched on how they developed a love of recreation and the outdoors 
through past experience and how this was a deciding factor in their current career choices. 
Many of the other participants also discussed past experiences working in the outdoors or 
recreation as they were growing up through summer camps or family camping trips as their 
motivation for pursuing their current careers. Although many of the same operators discussed 
the challenges of finding the time for personal recreation due to the demands of owning their 
business, they felt the nature and location of their work provided the desired lifestyle for their 
families. Participant 2 explained, "I very much enjoy all those things still. I do them with the 
kids and we keep telling the kids that they have the best life possible because they have all 
these things at their doorstep" and Participant 7 explained the lifestyle that the area and 
business have provided for their family, 
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I like it here. It' s a nice place to live. I raised my kids here. It ' s a good place for that. It' s 
pretty, it's safe. It' s not overrun with people. The lifestyle here is a lot easier than it is in 
the city - it' s all go, go, go and you know when I lived in the city, I thought it was great 
but when I came here I thought, "Wow, this is pretty nice". 
Both of these participants highlighted aspects of the local communities and area as important to 
their chosen lifestyles. 
Six of the operators also spoke about how they chose the location for their business based 
on past experience with the South-Central Almaguin region and five due to past experience in 
similar areas. Participant 4 shared the story behind the location of their business, 
Well, I guess we were in the area for 23 years camping, when we found this place. You 
know, we like Northern Ontario. I mean we camped for 22 years, that' s what brought us 
to this area. (Participant 4) 
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For Participant 4, the attachment they developed through past experiences participating in NBT, 
led them to choose both the location and types of business. 
Changes in the Mobility of NBT Operators and Tourists 
The previous section discussed the context of South-Central Almaguin, focusing on the 
impact that the new highway route and highway speed have had on the local businesses and the 
business network of the NBT operators. This section will delve deeper into the changes in 
mobility resulting from highway development that caused these challenges for local businesses. 
The changes in mobility are broken into three sections, which address movement and speed, 
perception of safety, and recreation trails. 
Moving the line and changing the time: Shrinking distance and travel times. 
When asked about the positive impacts of the highway, Participant 6, the owner of an 
adventure tour company, emphatically answered, "From a safety perspective and from the point 
of view of speed it is a no brainer. It' s been fantastic". The topic of travel time and speed came 
up unsolicited in each interview. The participants unanimously agreed that the changes to the 
highway resulted in reduced travel times, which was cited as a positive impact for personal 
travel, business travel, and attracting people to the area. Participant 6 split their time between 
Toronto and South River and explained how the highway changes have affected his travel 
between Toronto and South River, 
I think it's fantastic. I mean our drive here it's three and a half hours door to door 
from right here to our location and now it's more like 3 hours and 20 minutes. From 
400 and 401 it's 3 hours and we are an hour from Huntsville. I love the speed. How 
many times I remember being stuck behind a tractor. I mean you go north of 
Huntsville it was squished to one lane. 
Participant 6 makes the trip between Toronto and South River many times a year. This is an 
important part of the participant's way of life as it connects their family and their business. 
76 
The increased mobility that the new highway provides the participant to maintain their way 
of life and chosen lifestyle, allowing for what the participant perceived as a more enjoyable 
experience. 
The reduced travel time is attributed to the increased speed limit, reduced traffic, and the 
route change, which Participant 11 argued that, "The faster commute time from here [South-
Central Almaguin] to Toronto or from here to North Bay" has been a personal benefit. Although 
all participants discussed a reduction in travel time, the degree of change differed from person to 
person, ranging from as low as five minutes to as high as over half an hour. When asked about 
his commute between Huntsville and Sundridge, Participant 5 said, "It' s cut off about 5 or 10 
minutes off my drive, while Participant 12 said, "I would say it saves at least 20 minutes to half 
an hour," when discussing the same stretch of highway. Participant 8 chose not to quantify the 
change saying, "I think it' s a blessing because I can get everywhere and get stuff quicker now, 
and get places quicker, which is great for me as a businessperson". Each of these participants 
saw the reduced travel time as a benefit as it allowed them to fulfill their needs while cutting 
down the time they spent preforming the task of travelling. 
Participant 8 discussed the impact that the reduced travel time and shortened route have 
had on their visitors, 
I think it' s a good thing because it makes it more accessible. Before you had to go all the 
way through Sundridge and that type of stuff so now it' s literally get off the highway turn 
left onto the bridge and you tum right onto Park Rd. and you are here so it' s a Jot faster 
and safer. 
Participant 8 owns a business that has benefitted from the development as the route change has 
resulted in the intersection of new roads, resulting in a more direct route from the highway to 
their business. Participant 11 also explained that the reduced travel time has been positive for 
attracting tourists, 
I think it's helped a lot in terms of getting those people from Toronto because before 
it was 3 and a half hours to get here and now it ' s 2 and a half, right? And we market 
that to our advantage because it' s really not that far when you are driving from 
Toronto to get up here. People thinks it' s way in the boons and that it will take 
forever, it will take days to get here. But it' s not, so it' s definitely helped a lot in that 
GTA market. Selling them that it ' s not that far - you can drive here. 
In this quote Participant 11 identified travel time as an important factor in marketing to their 
key market in Toronto. Many of the operators argued that the reduced travel time is also 
helping to change the perception of the distance of South-Central Almaguin from major 
markets. Participant 8 shared their opinion that, 
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It ' s opened up more access for people whether it be truly more access or just in their 
heads. There' s no doubt about it you can just go faster. Where a single lane to Huntsville 
might have taken you 45 minutes is now a guaranteed 25-30 minutes. Before if it was bad 
roads or someone driving slow so it could be an hour to get to Huntsville which is a big 
difference for people running back and forth. 
The perception of the distance of South-Central Almaguin has been an obstacle in the past to 
attracting tourists from large markets such as Toronto as the travel time was on average an hour 
longer to South-Central Almaguin than to destinations such as Muskoka and Algonquin. 
Participant 10 argued travel time was also a factor for regional tourists, 
Time and distance are a big factor and I think for the people that are more local because 
we have a couple from Bracebridge and some people from Huntsville, and I think for 
them they just like that you know Friday at 4 when they are done work they can just zip 
up [to the campground]. 
A few of the participants discussed that it will take time for people to adjust to the 
changes and recognize the increased access to the area. Participant 8 echoed the sentiment that 
the highway changes have increased access to the area saying, "It gives people more access for 
further up so I believe that the highways going to expand our region - talking about Almaguin 
Highlands" and went on to discuss that this is not necessarily an immediate change, 
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It' s going to allow access to the Almaguin Highlands a lot easier as people realize that 
it' s just another 30 minutes and you ' re up to it, a different section beyond Muskoka. So I 
think the highway' s going to be beneficial in the long run (Participant 8) 
Participant 1 shared a similar opinion saying, 
I think as time passes, people will start to realize that and they' ll realize it' s a safer drive, 
it's a shorter distance and I think it is a shorter distance going around towns . It' s more 
direct I think than up the old 11. 
Each of these participants touched on the time it would take for people to adapt, which suggested 
that the mobility experience and the perception of mobility related to Highway 11 have become 
entrenched aspects of their ways of life and senses of place. This aspect of peoples' ways of life 
and senses of place has developed through their past experiences with the highway and is 
expected to evolve as they interact with the line of the new highway. 
Many of the participants had to contend with changes to their personal travel routes and 
the route that visitors take to access their businesses. Participant 4 explained the changes they 
experienced, 
It was easier to find the campground than it is now. Before the highway the exit was right 
at the access road. It was easier so now some of them get confused because the GPS 
doesn ' t give them the right directions, well it's not updated in some of the GPSs. So some 
of them will get them right into town and then they get lost then they have to ask 
questions then they come through the back roads. If they call me I give them the right 
exit. I mean we have that on our website all of the exits but like I said some GPS take 
them right into town. Before it was just get off at the access road and our sign was right 
there and now the sign that they allowed us to put in, they wanted in the ramp not on the 
outside so before those blue signs used to be a few feet before the entrance, but now it' s 
on the ramps so now you don 't see that until you get on the ramp and then you see our 
directions. 
The route change made access more challenging for NBT operators such as Participant 4, but for 
most operators, the route changes were positive for reasons related to time and safety. One of the 
challenges associated with route changes has come from the need to adapt. Participant 1 
discussed how the changes impact the routine they had created and the difficulty of breaking out 
of the travel habits they had developed. Participant 6 mentioned their first trip from Toronto to 
South River on the new highway as he reflected, 
First time I did the drive when the highway was finally finished 'cause the connection 
from Burk's Falls to Trout Creek was the last one to finish I drove past it because I was 
yakking away and it was faster than I thought. 
Participant 6 had travelled between Toronto and South River many times and the task had 
become a routine aspect of their way of life. The alterations to the highway route changed their 
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mobility, altering the task, which no longer fit with their experience because of the interception 
of new lines on the highway route. Many other operators also had similar stories of missing their 
exits as they travelled on the newly completed highway. Participant 7 shared, 
Yeah, the first few times that I went to Burk's Falls, I ended up missing the exit 
because it's way before town and driving down past Tim Horton's and back into town 
again right. And we see people even today, even here. People will come in here and 
go, Where am I? What did you do to the road? People who don't come up this way 
more than once every few years or something and they get lost. Am I still In South 
River? 
Similar to Participant 6, Participant 7 spoke about experiencing sudden changes to routine 
mobility tasks, which altered their ways of life. The changes affected the physical mobility of 
the participants, as well as sense of place which appeared slower to evolve as participants 
needed time and experience to adapt. 
Participants indicated that the reliance many people now have on GPS has exacerbated 
the issue and slowed the time it has taken for people to adapt because new and returning visitors 
are relying solely on GPS, that may or may not be updated. Participant 3 shared a story about one 
such visitor, 
We had a guy who came up for dogsledding and we've always had an 800 number and 
he called us because he couldn't enter our address into his GPS. And I said where are 
you? We're right on the old highway just before South River, just after Sundridge. 
There's two traffic lights in Sundridge and one in South River, you get there you went 
too far. He drove past us 3 times looking at the screen in front of him to try and find 
the motel. And then he came in and goes "I drove past 3 times!" Idiot - look out the 
window! I mean people do they rely on, you hear people that are following their GPS 
and just drive right off a cliff because their machine tells them to? 
Participant 2 shared a similar experience with a visitor and GPS, 
So you get people that rely on these GPS maps in the city, like they will go to the 
comer store and they'll punch it in. They rely on the GPS when they are up here too 
and it's sending them everywhere. I had one instance this summer when there was a 
couple that said to me, "Wow, jeez, it was hard to get here". And I said, "Well, I can 
see the beach at the Provincial Park from here, you are right there. What do you mean 
it was hard to get here - you just go down the road and turn right". It' s simple -
actually you can even walk from a shortcut from dead-end road and it's a 15-minute 
walk. They asked their GPS and what it did was send them all the way back on 
Boundary Road to Sundridge, up Sundridge to South River and from South River to 
here, making it a 40-km drive taking half an hour, instead of a 15-minute walk or 5-
minute drive. So that's a factor as well. 
Participant 2 also had an experience with a family member, who had been travelling to the area 
for years, as they shared, 
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I had my daughter who was 27 coming from Toronto and she's a teacher so she was 
corning up here after the bypass and she was relying on her GPS and she was completely 
lost. She phoned me and said I don't know where I am - I can ' t see any signs. Everything 
looks the same. 
GPS technology plays a role in shaping the mobility and experience of its users as it prescribes a 
route that users are inclined to follow. For some, this prescribed route is chosen above previous 
experience. This technology does not adapt from experience so if the software is not kept up to 
date as the built landscape is altered, it provides a dated map and route. 
Overall, participants felt that the highway development resulted in reduced travel times 
and altered routes. The reduction in travel time has shaped the mobility of the operators as it 
allows them to move more efficiently along the highway, accomplishing tasks along their ways 
of life. The highway changes have also resulted in a sense of shrinking distance between South-
Central Almaguin and large tourist markets, making the area and local NBT businesses more 
attractive to tourists as the travel time is more consistent with other popular destinations such as 
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Muskoka and Algonquin. The route changes have resulted in new lines intersecting with the 
ways of life of the NBT operators and their guests. However, the mobilities of many of the NBT 
operators and their guests have become a routine task in the ways of life of the operators, which 
will take time to evolve through new experiences. 
Increased perception of safety. 
Safety was a theme that came up unsolicited in each of the twelve interviews. The 
participants discussed their perception of the safety of the divided highway in terms of their 
personal travel and the travel of their guests. Participants from Sundridge and South River also 
discussed safety in the towns of Sundridge and South River now that the bypass has been 
completed. The overall perception was that highway travel is safer due to the widening and 
dividing of the highway and the addition of on and off ramps. This widening and dividing altered 
the mobility of travelers as the lanes of the old highway ran on opposite sides of one line with no 
barrier in between, while the lanes of the new highway follow their own distinct lines divided by 
a physical barrier. The two specific safety issues that participants felt the highway changes have 
improved were a perceived reduction in head-on collisions attributed to the widening and 
dividing of the highways and, perceived increased safety exiting the highway attributed to the on 
and off ramps. 
Participant 1 shared their perspective on the safety issues and the cause of these safety 
issues on the old highway, 
In the time I owned this park before they changed the highway there were multiple 
fatalities in this general region whether it be up in the Burk's Falls area or whether it 
be down here at the Katrine entrance way and that was all geared upon improper lane 
changes, not responding to the traffic conditions, people trying to pass one another in 
an unsafe way and people died so the change of the highway has always been a 
positive one you know. 
The participant attributed the causes of accidents to the structure of the highway and human 
behaviour in response to the structure of the highway. Participant 1 also mentioned a number 
of fatalities that had occurred in the area on the old highway. Participant 6, the owner of an 
adventure tour company, echoed the statements of Participant 1 and became very animated 
when I asked about the benefits of the highway development as he responded, 
So I like that it is faster, but here's the real killer. It is that safety is 500% better. I 
drive up here year round. I live here in the winter [Toronto] but I'm driving back and 
forth a lot, probably about 10 times over the winter. So I drive out in a lot of 
whiteouts. Last year had the worst whiteouts I've ever been in with that polar vortex 
and it stormed there for 3 days. In January that's the worst drive I ever had. There's 
90km an hour winds coming from Georgian Bay. I drive in whiteouts a lot. There is 
nothing scarier than a two-lane highway in a whiteout. And we all lost a friend in the 
area - have you heard about Patrick8? So that was a two-lane highway problem in the 
middle of winter. And so we all know someone we lost because of the two-lane 
highway so safety - who could argue against the four-lane safety? So now in a 
whiteout the only thing you got to worry about is someone coming from behind. And 
typically in the winter there isn't a Jot of traffic up there because of the four-lane 
highway. So from a safety perspective and from the point of view of speed it is a no 
brainer. It's been fantastic. 
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In this excerpt, Participant 6 shared points that were echoed in ten of the other interviews. First, 
the participant mentioned someone who they knew who was killed in an accident. Second, they 
discussed that the majority of inhabitants of South-Central Almaguin have known someone who 
has been injured or killed on the highway. Participant 10 shared another story about the safety of 
the old highway, 
I think about 2 years ago my daughter was dating a young lad who was working or 
was going to school at Canador College. He was at our place and he was heading north 
and it was this time of year [winter] and it had just started freezing rain. He was on his 
way up and he just got to the north end of South River and was on old Highway 11 
and somebody in front of him had just hit an icy patch and went straight into the rock 
cliff wall and died. It was a young college student from Bracebridge or Gravenhurst 
who was on his way back to school, just the same thing. Then we had that young lady 
- I forget her name but she was southbound and she got rear-ended by a friggin' 
8 Patrick is a pseudonym for an individual that was killed in a head-on collision on Highway 11 , who I had met 
during my time working at camp. 
transport truck and you know so there ' s so many unnecessary deaths so safety I think 
the highway is a much better place now safety wise. 
Participant 10 went on to say that, 
83 
Looking back, 10 years ago I would have been very nervous about my daughters driving 
on the old highway for safety reasons. Today I have no concerns - you know for safety 
reasons so that' s huge. 
For Participant 10, the change in their perception of safety has impacted their mobility, as they 
are now more comfortable travelling on the highway. The new level of comfort may influence 
decisions about their mobility. For example, in the past, Participant 10 stated that they would not 
allow their daughters to drive in certain conditions. 
Participant 11 shared their perspective, which was shaped by time they has spent with the 
local volunteer fire department, 
For the fire department, the calls have dropped significantly compared to before [the 
highway development]. I mean when I got on [to the fire department] the highway was 
already done, but I mean talking to my dad, back in the day there were many head-on 
collisions and a lot more fatalities with the head-on collisions than there are now. I 
mean when we get a fire call now for an MVC you never know what it is but you can 
kind of assume it's just a car in the ditch by itself and usually it is - we' re there for 5 
minutes and the police send us away so it' s much safer that way in terms of the fire 
department. A lot less calls and a lot less lives lost because of it - just much safer. 
The perception that the number of fatal accidents has been reduced from the two-lane undivided 
highway to the four-lane divided highway was mirrored in the local newspapers. One particular 
story reported from a fatal crash in 2005 quoted a fire fighter saying, "We can 't wait for the four-
lanes. This highway is deadly. This wouldn' t have happened had it been four lanes. It just never 
would have happened" (Kohl, 2005). I found seven articles and front-page stories in issues of the 
Almaguin Forrester and Almaguin News from 2004, 2006 and 2008, before and during the 
construction about fatal head-on collisions on Highway 11. The papers I looked at from 2012 and 
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2014 did not include any stories about head-on collisions and only had a minimal number of 
reports about traffic accidents on Highway 11. 
The issue of turning left off the highway was also a safety concern, particularly for the 
NBT operators that I interviewed whose businesses relied on these exits as transportation routes 
for tourists. The structure of the old highway forced peoples' paths to cross perpendicular to the 
path of people travelling the opposite direction in order to make a left-hand tum, increasing the 
odds that these lines would intersect. Participant 10, the owner of a campground clearly 
explained the situation and explained their experience, 
I've been on them and one thing about the way the original Highway 11 was here - it 
was a 2-lane highway, it was undivided too - northbound to exit in Katrine there was 
no left-tum lane so it was not a dedicated left-tum lane. Basically what happened was 
you were on the main lane - there was a dedicated right-tum lane but not left so 
basically what you would do is you would pray - I hit my 4-way flashers in advance 
and I would hit my signal light in advance, probably about a kilometer out because 
you are decelerating from 90 km an hour and that' s if you are following the speed 
limit. We ' re not talking about going over and then you ' re stopping to zero waiting for 
oncoming traffic to make a left-hand tum hoping the heck the transport that was 
coming behind you at 105 km/h is going to react and there were many times and I'm 
not kidding you there were many, many times I would be in a left-tum lane - the main 
lane, making a left-hand tum and the transport would be ripping by me in the right-
tum lane almost on the gravel shoulder. So I mean there have been multiple fatalities. 
In this excerpt, Participant 10 explained how their mobility was affected by the structure of 
the highway and the route they took to reach their campground, which was also their home. 
Participant 8 also discussed the challenge of making a left-hand tum on the old highway when 
they were asked how the highway changes have influenced the route that tourists take to reach 
their business, 
Ya the exit' s different but really the impacts are improved, actually in fact it' s made it 
safer because we were on the highway but it was like a T-intersection. In the summer 
I'd hear horns honking, pulling out in front of transport trucks and stuff. I saw that all 
the time. Whereas, here with the ramps and the exits you don ' t have that anymore. Ya, 
it's improved both the safety and access. 
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Participant 8 mentioned the ramps and changes to the exits that have altered the line that 
people follow to reach a given destination. The changes have made the highway safer as the 
ramp guides the way of life of the travellers over or under the path of people travelling the 
opposite way instead of through. 
A positive result has arisen from the reduced number of cars and transport trucks 
speeding through Sundridge and South River now that the line of Highway 11 causes the flow of 
traffic to move around, instead of through the towns. Participant 7, a resident of South River, 
bluntly discussed their perspective on one of the local benefits of the highway bypass of South 
River saying, "Now there isn ' t this line of death right through the town. I mean ' cause you can 
cross the highway without worrying about getting killed". When the highway cut directly 
through the centre of both Sundridge and South River, the high volume of fast-moving traffic 
was only slowed by the presence of two traffic lights in Sundridge and one in South River. 
Participant 7 continued their discussion of "the red line of death" saying, 
It' s like this red line right through the town, you know. It ' s really hard to get over there 
unless you go to the traffic light and people have been hurt and killed wanting to cross 
the highway. As a positive, that risk is gone. 
Participant 7 alluded to the possibility of the paths of pedestrians intersecting with fast moving 
traffic and the possibility and cases of fatal intersections. The bypass has reduced the number of 
lines of cars and trucks moving through the towns that could possibly intersect with pedestrians. 
The comfort from the increased perception of safety was not shared by all of the 
participants. Two participants took issue with the idea that the highway development had made 
travelling on the highway safer. Participant 12, the owner of a camp who regularly commutes 
between Toronto and Sundridge said, 
Well now it ' s pretty new so I don ' t have tons of experience yet but it's certainly 
treacherous in terms of the wind blowing across there. You used to have a lot of 
protection from trees and stuff and I guess they haven' t got all the snow fences and 
all that up yet but it' s pretty wide open. I think they were thinking that everyone 
thinks that if you build a big modem highway that you will solve accidents and that's 
a myth. People drive faster is what it does. So I think you have to really keep your 
wits about you and they've got to get in there and clear it. 
Participant 12 expressed how they felt the changes to the landscape, in terms of the removal of 
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trees that once provided shelter from wind, affect their travel on the highway. Participant 12 also 
pointed out that their perception of safety on the new highway is based on limited experience. 
This participant had over 35 years of experience on the old highway so the aversion to the 
highway changes could be indicative of a difficulty to adapt to the changes in their routine and 
their perception may continue to change with time and experience. Participant 3 also discussed 
their perception of safety on the new highway saying, 
We are into a situation where we have people who know nothing about highway 
maintenance who in the winter are creating dangerous situations out there. My clients see 
it and they feel it. An example of that is throwing salt down on roads that flash-freeze 
creating black ice. 
The aspect of safety that Participant 3 focused on was the maintenance of the highway, which 
was also adapted with the development of the highway. 
These perspectives bring to light two issues that have been present in the area since the 
completion of the highway, but may have been ignored by individuals who were happy with the 
developments. The first issue is that although the highway is complete and now in use, aspects 
such as snow fencing and the regrowth of trees that once provided protection for the highway are 
incomplete or have been lost in the construction. The second issue relates to the company that 
has been tasked with maintaining the roads in the winter. Participant 12 mentioned the need for 
the highway to be cleared and Participant 3 took issue with the practices of the snow-removal 
company. Articles in the Alrnaguin News provided me with a more detailed account of the issue. 
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Many articles have been written over the past three years about the unsatisfactory job done 
maintaining the roads. Brownlee, (2014) quoted Mayor Claude Doughty saying, 
The level of winter maintenance has significantly dropped under the new contract in 
comparison to the level of service over the previous three decades. The current level of 
service is creating a very real and serious threat to safety, which heretofore did not exist. 
Recent articles discussed action that the local and provincial governments have taken against the 
company based on breach of their contract. Hartill (2014) detailed the penalties that plow 
operators in the region are now facing for non-compliance. 
Overall, the majority of the NBT operators perceived that the highway development has 
improved safety conditions on Highway 11. The widening, dividing and development of on/off 
ramps have altered the mobility of people, reducing the possibility of the intersection of people 
travelling in opposite directions. 
Changing the way, keeping the play: Recreation across the highway. 
The general perception of participants was that the highway development had little to no 
impact on their experience of recreational activities. This perception was not surprising for 
operators who focused on activities such as canoeing, kayaking, hiking, boating, cross-country 
skiing, and dog sledding, because the trails and lakes that they recreated on were far removed 
from the highway, so they felt there was no direct impact from the developments. However the 
perception that the highway changes had a minimal impact on their experience was more 
surprising for NBT operators who participated and facilitated ATVing and snowmobiling, as the 
ATV and snowmobiling trails intersect the highway. Despite voicing the opinion that the 
highway changes did not significantly alter their experience, participants did point out a number 
of ways the changes have altered their recreational mobility. 
When asked about the impact of the highway development on the participant's 
recreational experience, Participant 10, the owner of a campground that facilitates a range of 
activities said "I wouldn't say any of the natural resources have been impacted, like the nature 
trails. No, I haven't really seen any changes with most of my stuff'. This response was in 
reference to the recreational activities performed on the property of the participant's business 
such as canoeing, fishing, hiking and boating. However, Participant 10 also had snowmobiling 
and A TV opportunities through their business, which used trails that directly intersected the 
highway and upon further reflection shared, 
The snowmobile trail you know it had to do a little bit of a reroute but nothing 
detrimental to my way of thinking. They actually, I'm going to credit the MTO 
because they built an underpass for the Seguin trail so you know they put these big 
huge concrete-like tunnels under both lanes of the Highway 11 to facilitate the trail 
system. 
Four other participants identified trails that were altered from the highway changes. The 
sentiment expressed by these four participants was that the highway changes simply required 
the snowmobilers and A TV-ers to adapt. The adaptation was framed as neither negative nor 
positive, but as a necessary step to perform the activity. However, the route changes did alter 
the paths along which the participants moved. The tunnels mentioned by Participant 10 
altered the ways the trail crosses the highway as the paths now pass above and below each 
other instead of directly through. Participant 2 explained their experience with the 
trail/highway intersection after the construction in an area where the path used to simply cross 
the two-lane highway, 
With the four-laning of the highway in a lot of cases you weren' t able to cross the 
highway because of bridges or just the change in the way the roads are done. I know 
on the south end towards Sundridge, there is a section of trail we go underneath an 
overpass and you know a lot of cases that's what they'll do - move trails so they can 
get across the highway at bridges and stuff so you go underneath a bridge at an 
overpass rather than across the highway. 
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Participant 2 explained how their mobility was affected in order to participate in their chosen 
recreational activity; their path follows the trail under a bridge instead of across the highway. 
Members of local recreational clubs were instrumental in the planning of these tunnels 
in order to allow trails to cross the highway. Participant 9 shared their experience as a 
business owner and member of the snowmobile club during the highway planning process, 
I'm very much involved with the snowmobile club. I've been involved with it since 
the first year I was here and I'm currently the VP of the local snowmobile club and I 
was also involved in the planning process of the highway. So when that was 
formulating, I myself and another gentleman had the foresight to get a tunnel made 
underneath the new highway. The planning process - we were planning it probably 
eight years before the construction. And we were at it. I believe from Toronto to North 
Bay we are the only community that has a tunnel underneath the highway and the 
tunnel is a major tunnel. In fact, the groomer, you know how big the trail groomers 
are, fits underneath - can go right travel underneath it. We did that and had it paid for 
because of our planning process so if anything for our community, I think things like 
trails I think it' s safer. And because of that, because before they were crossing the 
highway. They would basically be stopped; I mean it' s still the same situation in South 
River now crossing the old Highway 11. What people do if people are continuing on 
to the section of the trail , they will stop on the highway, look both ways and it's clear 
pavement, bare pavement and so when it's safe to do so they just gun it and go across. 
Now before you have a lot more traffic than there is now but it was a scary situation 
you know - going on those trails with our kids. I remember how stressed I was on how 
to get them across the highway with all that traffic. 
The planning explained by Participant 9 showed foresight as to what the implications of the 
highway would be for recreation and a desire to be able to continue to recreate in a similar 
fashion. Participant 9 also shared how the adaptations to the trails near South River have 
actually made the experience safer due to the altered intersections of the trails and the 
highway. 
Ultimately, the NBT operators expressed that they did not feel their recreational 
experience had been significantly impacted by the highway development. However, they did 
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discuss changes to trails and the trail/highway intersections, which have altered their mobility 
and the trail network, which had to adapt to the change in the highway. 
Distinction Between Destination and Through-Traffic Business 
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When looking at the movement of a tourist, their journey can be depicted as a line 
between points, with their home base as Point A, destination business as Point B and businesses 
that rely on through traffic as points in between. The financial impacts that the highway changes 
have had on the respective NBT operators appear to be contingent on whether the business was 
considered a destination that people sought out or if the business relied on the through traffic of 
the highway. The distinction between the impact of the highway on businesses that self-
identified as destinations and businesses that largely relied on through traffic emerged early in 
the interviews. The NBT operators of ' destination ' businesses largely identified positive impacts 
for their business while the operators of businesses that relied on through traffic felt the highway 
had a negative impact on their businesses. 
The destination operators reported that their business had remained steady or grown in 
light of the highway. Many NBT operators of destination businesses, such as outdoor adventure 
tour companies and campgrounds focused on seasonal and multi-day guests, expressed that the 
development was positive because it helped to draw tourists to the area, allowing tourists to 
move more efficiently between Point A and Point B. Participant 6 explained, "I guess for me, 
I'm a destination so it [highway development] only positively impacts me. People were always 
looking to get here - if they can get here faster and safer, it ' s a positive". Participant 8 would not 
attribute the success of their business exclusively to the highway but they did recognize that it 
has been beneficial, saying, "But the highway certainly has helped us". However, Participant 10, 
the owner of a campground, stressed that location and the perception of distance between Point 
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A and Point B was very important to the success of their business and was key to why they chose 
to buy their current business in their current location, 
In this kind of business, location, location, location is of prime importance. There were 
some operators that were better run, there were some operations that were in better 
financial shape, there were some that had better attributes, but this one had great bones 
because the location was phenomenal. The fact that it was attached to a large lake 
system that offers everything that a recreationalist would like - and the location is 
actually an excellent one because we are just north of Muskoka in the Almaguin 
Highlands and we are right off the highway. 
Participant 10 repeatedly attributed the success of their business to the highway and explained 
how the improvements affected their ability to attract business from Toronto as they explained, 
The impact of the redeveloping of this highway has been astronomical. People are 
always saying to me when they are looking they kind of like/can handle being in a 
car for 2 hours so ifl live in Toronto I'm going to be my concentric circle that I'm 
looking at for campgrounds is going to be within 2 hours of that circle. If you are 
half an hour to 15 minutes outside that circle you are in the fringe and maybe I' 11 go 
to you but that' s a big thing. So they love the fact that now the highway allows them 
to go 120/13 0 km/h to make it up here 'cuz then they cut down their travel time and 
then they're at their destination. So prior to that, back in the 60s on old Highway 11, 
you were going along at top rate speed on the old highway was maybe 90 maybe 80. 
You were going through every town, so every town that had a stop sign or stop light, 
right, intersections in any way, shape or form that impact your travel time so you 
know, think back to the guy who wanted to go to this area back in the 60s and 70s 
from Hamilton and it was probably a good 4-hour drive so now that we've cut it 
down to 2 and a half hours that' s massive 'cuz it's time people feel as far as value 
goes. They've not lost it - they' ve gained it. 
Participant 10 argued that the tourists they have interacted with tend to look for a campground or 
a Point B within two hours of their homes, giving locations such as Muskoka and Georgian Bay 
an advantage in attracting visitors from Toronto and putting the three-plus hour drive to South-
Central Almaguin out of reach. They described a buff er zone of fifteen to thirty minutes beyond 
the two hours, which tourists will consider. The reduced travel times resulting from the highway 
changes have put most parts of South-Central Almaguin closer to this buffer zone and made the 
area more competitive with Muskoka and Algonquin in attracting tourists. 
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In contrast, two of the destination NBT operators, a campground owner and the owner of 
an adventure tour company, did not believe the highway had any impact on their business's 
bottom line, either positive or negative. Participant 3 was quite resistant to questions about the 
highway because they viewed the whole project as a political ploy saying, " It was a political 
move by the then acting premier [Mike Harris] of Ontario to gain brownie points" . They 
explained that they did not believe the area generated enough traffic to warrant a four-lane 
highway. When asked about the growth of their business, Participant 4 responded, "Since day 1, 
every year we have grown somewhat and that includes last year as well, that includes the years 
of the depression or recession whatever it was, this business has grown". When pushed on what 
the growth could be attributed to, Participant 4 responded, "I attribute it to the fact we offer a 
good product at a good price and a great service". 
Businesses that largely relied on through traffic identified a decrease in business 
specifically due to the bypass, as they are no longer along the route of people travelling further 
north. The majority of these businesses are located in Sundridge and South River, which were 
bypassed by the highway. Participant 5, the owner of a fishing outfitter and guiding company, 
directly attributed the decline in their business to the highway saying, 
Well, one point I guess is - the first year the construction started it probably knocked 
30% off my sales. Then the sales rebounded a little bit because first of all people had 
trouble finding the place even though it' s a new highway with numbers and stuff. 
They didn ' t know how to get off the highway. Really strange how that changes where 
they used to just drive through it [Sundridge] then all of a sudden they are driving by it 
and are like how do I get in there and that sort of thing. 
Participant 5 used to derive a large amount of traffic from tourist stopping to buy fishing 
supplies as they passed the store on the highway on their way further north. However, now 
that the traffic is routed around town, potential customers from the highway are no longer 
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directed right past their store. Participant 4 also shared their experience as the owner of a 
campground that relied heavily on transient campers, 
I mean we are happy - it' s a beautiful highway, it' s faster for people to connect, but 
business-wise it did slow down some of the business, meaning we used to get a lot of 
people, tourists just passing by on the way stopping in. It was easier to find the park than 
it is now. 
Participant 4 has made a concerted effort since the highway was completed to shift their business 
to a destination business through a reconfiguration of the business and marketing. They have 
started to focus on attracting seasonal tourists and those looking for multi-day experiences and 
have decreased their number of transient sites. They have also shifted their marketing focus from 
highway signage to website and camping magazines, the effectiveness of which has not yet been 
realized. Participant 1 discussed the challenges that businesses that provided a combination of 
accommodation and recreation have faced since the highway was completed, 
Well, we 've only had the business for three years and we were in a pretty good place 
during the construction you know because there are not many places so we were full 
of workers with steady weekend tourist business, but now the bridges are done. We 
had mostly bridge workers - and no more contracts from the trucking companies that 
the business had before. The summer' s not bad, but the winter was hard. We are trying 
to build up winter business. 
Accommodating transient highway travellers bolstered the recreational aspect of Participant 
I ' s business. Since the supply of transient guests was reduced because of the bypass of South 
River and the migration of construction workers now that the highway is complete, 
Participant 1 has had to re-evaluate their business and make changes in order to maintain their 
lifestyle and fulfill their needs and goals. 
Participant 5, provided an explanation for the reduction in business from the highway 
bypass explaining, "It cuts off the impulsive buyer, you know, and now you have to have people 
basically who are coming to you for a reason, where when you had the highway going by, people 
would say, "Oh, there's a shop, I'll stop in there and buy some bait on our way to whatnot". 
Throughout the interview, Participant 5 seemed reluctant to provide too much information 
regarding the state of their business until I asked a question at the end of the interview about 
future plans. At that point, Participant 5 opened up with the frank answer, 
To be honest with you, I doubt I' II be here another year. It's just I've had it for sale for 
about 7 months. It's just got to the point that that 30% is kind of the difference 
between really making a go of it. So it makes it tough to be feasible. 
Five months after my interview with Participant 5 they were forced to close their business. 
NBT operators of destination businesses felt that the increased mobility and reduced 
travel time that the new highway provides between their home base, Point A and the 
destination, Point B is beneficial to attracting tourists. In contrast, NBT businesses that relied 
on through traffic have been negatively affected, as the bypass has reduced the possibility of 
interactions with people travelling along Highway 11 to other destinations. Some of these 
operators have chosen to adapt in order to survive, changing the nature of their business to 
suit their new situation, while others have had to close. 
Regional Collaboration 
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Nine of the participants mentioned local business associations that were created in recent 
years that they worked with in varying capacities. These associations included: 
• The Area Business Communities (ABC) 
• The Almaguin Umbrella9 
• The Central Almaguin Economic Development Association (CAEDA) 10 
• Central Almaguin Strategic Plan11 
• Almaguin Highlands Chamber of Commerce (AHCC) 12 
• RTO 12 - Explorers Edge 
9 http://almagµinumbrella.com/about-the-umbrella/ 
10 http: //www.centralalmaguin.net/identity 
11 http://www.southriverontario.com/Strategic Plan Central Almagµin 2009 - PUBLIC DRAFT.pdf 
12 http ://burksfall schamber. com/ 
95 
Some of the operators I spoke with were members of these groups, but these organizations were 
not a part of my sample population. A future study with these organizations could add another 
level of incite into the political, social, and economic situation in the area. Each of the 
organizations was created to address the economic challenges that face various townships and 
villages in the Almaguin Highlands including the communities in South-Central Almaguin. 
AHCC's mission statement reads, "To be the voice for prosperous business community that 
fosters pride in our area and help develop economic growth on behalf of its members" (2014). 
This mission statement is reflective of the missions of each of the business associations. The 
main difference between these organizations is the areas they were created to serve. The ABC 
included businesses in Sundridge and Strong; CAEDA included businesses in Sundridge, Strong, 
Jolly, South River, and Machar; and AHCC is primarily focused on Burk' s Falls and Armour; 
however, the AHCC is working to bring together each of the associations and towns in the 
Almaguin Highlands. 
The highway development was identified by the NBT operators and literature put out by 
the organizations as a key motivation for the establishment of these associations. For the various 
organizations, the highway development was framed as a challenge and an opportunity. 
CAEDA's website cited the highway as a reason for its creation saying, "Central Almaguin 
Economic Development Association was established in the mid-2000s when the looming 
highway by-pass was finally being realized" (2015). Participant 10 also cited the highway as a 
catalyst for the changes that led to the formation of the AHCC saying, "I think what essentially 
spurred the changes of commerce is the kinds of things that have happened to this community 
with the changes of the highway" . An example of the kind of changes Participant 10 alluded to is 
the loss of through-traffic and subsequent loss of business for many local businesses. 
I previously discussed the economic challenges that the highway bypasses created and 
Participant 3 shared their perspective on the problems, 
Well, the community you know we're now struggling because we don't have people 
driving through our community so we're trying to come up with things that will make 
our community unique. And what I'm seeing and from what I understand, every little 
community along the highway, whether it's Burk's Falls or Powassan, they' re all 
doing the same sorts of things. So people are going to come off the highway for a 
limited number of things. That there's a museum in Burk's Falls and they hit that and 
they' re not going to do Sundridge, South River, Powassan, so our community has to 
have a focus that says this is what will bring you off the highway. 
Participant 3 stressed that the communities must find a way to alter the paths of travellers by 
drawing them off of the highway, which is a key focus of these organizations. Participant 12 
reiterated these challenges and then discussed the concerns business owners had which led to 
the formation of CAEDA saying, "Well, they were all concerned about their businesses and 
how they are going to survive. So they are concerned about the identity of the communities". 
Participants 3 and 12 touched on the impact of the highway and subsequent economic changes 
and the identities of the individual communities and the need for a strong regional identity. 
These changes have been seen as both a challenge and potential opportunity for the NBT 
operators and the business associations to address. 
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The obstacles related to creating a strong regional identity identified by participants and 
the organizations are related to the political structure of The Almaguin Highlands and the current 
individual community identities. Almaguin consists of 19 distinct townships and villages, with 
their own councils and identities. This structure has acted as a barrier to a cohesive identity for 
the broader region of Almaguin as the communities have been focused on their own interests. 
Participant 9, a business owner and resident of Burk' s Falls, shared their perspective on the 
challenge of having 19 distinct townships and villages, 
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So each one ' s got a fire chief and each one ' s got a town clerk and each one ' s got you 
know 4 little fiefdom kind of councilors and all the rest of the stuff, right? Well, you take 
Pevensey Road - it goes through 2 townships. It goes through Strong and Armour, so 3 
actually. You ' ll drive down there and the road will be fine and then into the next 
township and the road is crap because they can 't afford to do it. You know that kind of 
thing. Whereas you look at all the small roads and all the infrastructure here it is very 
hard for a little- Armour of 1000 people - and then you got Armour and you got Burk's 
Falls inside of Armour and they both have clerks and they both have this and they both 
have your fire chief and your fire engines and your maintenance supervisors and all these 
dumps right? So you are spending a fortune. 
Participant 9 explained how although there are lines/roads that connect the communities, the 
current political structure in Almaguin has created artificial barriers or end points on these roads, 
for municipal service tasks and a constructed boundary which defmes the landscape and 
taskscape of each community. 
These communities have developed individual identities largely as a result of their 
local taskscapes. The communities I have designated as South-Central Almaguin have 
developed distinct and disputed identities over the past fifty years. For example, Sundridge 
has been referred to as "just another stop on the highway" (Participant 6) and "cottage 
country" (Participant 11). These are conflicting identities, which are currently unable to 
contribute to sustainable economic development. The highway development altered the 
mobility of travellers, which stripped Sundridge and South River of one aspect of their 
taskscape, the flow of through-traffic, on which their identity was centred. 
Participant 7 identified the loss of through traffic as an opportunity for the business 
associations and the area as they argued, 
The area now has the opportunity to decide how it wants to be branded and prior to the 
highway coming. We've been trying to get something going, right? And it' s been 
really hard because there ' s South River, and there ' s Sundridge and there ' s Burk' s 
Falls, right? And then there ' s Magnetawan way over there but they were just like 
separate communities and they didn ' t want to have anything to do with each other. 
Because in the past we were all just communities on the highways. But now that the 
highway has made it easier to get from community to community things are starting to 
gel and the whole of Almaguin is coming together. The whole of Almaguin ' s business 
community is coming together and recognizing we need you as much as you need us. 
And we work better if we work together. 
The change in mobility from the highway development decreased the number of people 
moving through Sundridge and South River. Participant 7 argued that the loss of this traffic 
has resulted in a need to create new opportunities to connect the communities and create a 
more cohesive regional brand in order to draw people off the highway and develop a more 
sustainable economy. Participant 10 expanded on Participant 7's argument connecting future 
economic stability with the need for an identity and reason for visitors to choose the area, 
particularly for an area that is looking to develop its tourist industry, saying, 
We recognize that there is very little industry here anymore. I mean there is really 
nothing to bring industry in here. If you are some car manufacturer, you ' re going to go 
to Barrie- you are going to go to a built-up city where you have everything you could 
possibly need with regards to transportation and supplies and, you know, raw 
materials and being able to finish out the finished product. So really we are going to be 
tourism-based and for that we have the local economy so that' s keeping people in this 
community buying in this community and we have the tourism so bringing people in 
here and saying why would you come here versus somewhere else, we need that 
identity - unique identity. And of course we are trying to get businesses to buy into 
that and recognize where their market is and where they are trying to drive their 
energy to glean from that. 
Participant 10 argued a strong identity is needed to reshape the mobility of travellers, in order 
to draw tourists into the communities and sustain the local economy. 
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Many of the NBT operators have a vested interest in creating a strong local economy and 
regional identity, which drove some to help establish these business associations and others to 
become active members of the organizations. Participant IO shared their views of AHCC' s 
mission as a member of the association, 
So the Chamber of Commerce' s [ AHCC] mission is really to identify the Almaguin 
region. I think one of the things we want to do is first of all we want to gain an identity 
kind of like the Muskoka has an identity. I think what my anticipation for this is to 
remove the stigma of small communities isolated and to develop like a regional banner 
that everybody takes part in. So what happens when someone comes here and says 
where can I go eat? I got places for you to eat in South River, Sundridge, Kearney, 
Burk's Falls, Magnetawan - you know there are places that are a little drive away are 
phenomenal. 
Participant 10 expressed the need for cohesion in terms of the identity of the region and the 
taskscapes of the communities. The participants advocated for collaboration between the 
communities, through the inclusion of businesses in other towns as part of the experience 
NBT operators communicate and provide to their guests. 
Although the different associations appear to have similar goals and motivations, there 
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has historically been competition between the different townships and villages, and between the 
artificially designated regions such as Central and South Almaguin, which has created some 
challenges to cooperation. Participant 8 shared their views on the division between the 
communities, 
It's a historical thing - there are definitely bridges that need to be built between the 
communities throughout Almaguin because it is such, kind of a strip. And then all of 
the offshoot communities on either side of the same strip so um, and there's old 
history there where they were all very independent for normal reasons. Like 
geographical isolation, that was a deal in the few years back, but not so much now. So 
we got to get over that stuff and come together. 
The creation of many regional associations within the Almaguin Highlands has further divided 
the communities and made it difficult to create a regional identity. Participant 10 discussed this 
issue, 
Ya and then you have Sundridge had ABC - Area Business Communities so like 
everybody has their own little sub - I mean you have Magnetawan their own business 
association and so you are saying, guys, if we can just adopt a regional emphasis and 
we can just think of it instead of always splitting these little towns - the towns are 
dying individually - they are suffering. So we have to develop a regional identification 
first and then get everybody to buy into it. 
The business associations have grouped particular towns together forming new small regions 
within Almaguin that are meant to work together to distinguish themselves and compete with 
100 
the other regions. AHCC was the first organization to actively push for a broad regional 
organization and identity for all of the Almaguin Highlands. 
Participant 7 argued that within the business owners of AHCC there was a consensus that 
in order to create a meaningful regional identity, the whole of the Almaguin Highlands needed to 
be included. Participant 7 argued, 
No, the Almaguin Highlands is, there ' s a consensus among the businesses that we 
want to be Almaguin. That we don ' t want to be north Muskoka and we don ' t want to 
be central Almaguin and south Almaguin. That's just like no. When the CAEDA, the 
Central Almaguin Economic Development Agency came up with the idea of branding 
Central Almaguin you know the businesses just straight up didn ' t like it. We were just 
like no that' s a dumb idea. And then they came up with the " it' s better here" and we 
were just like NO. ' Cuz it's just rude to everybody else in Almaguin and when you 
think of Central Almaguin you think of a downtown. You don ' t think of the centre of a 
half a county. And we ' re working with CAEDA and with Burk' s Fall/ Armour/ 
Ryerson Economic Development through the Chamber of Commerce to try to get you 
know, the signs on the highway right now are just a mess. If you drive through here, 
you don ' t know where you were. (laughter). You get to Perry Township and it says 
"Gateway to Almaguin" and you are like what the hell is Perry Township .. . who lives 
there? 
Participant 8 discussed the progress that is being made to bring the communities together, 
Ya there ' s definitely competitions between. I think we' re starting to look at it in more 
of a constructive way. One, we' re all too small to do anything big for ourselves but as 
a group we can do big things for each other kind of thing. And that' s my opinion but I 
think I share that opinion with several people, a lot of people now. It' s a ball that's 
starting to roll for sure. We have people who are joining this Almaguin. We just 
expanded from Burk's Falls ' Chamber of Commerce to Almaguin Highlands and now 
people have jumped on board, including people like Participant 8. And you know 
people in South River, Sundridge, etc. You know we ' re getting there. But ya it' s 
definitely I think it' s to get back to your original question. I think it' s strictly a 
branding issue, if you want to call it that I think it' s an over-generalization. And we' ll 
overcome the uniqueness of the name and in fact we should use the name to make it 
neat. Because it will be a really neat name, I think, down the road. 
Participant 8 shared their opinion that the conflict and competition between the communities 
had begun to dissipate as the communities recognized the challenge of competing with 18 
neighbouring communities on top of the economic challenges posed by the highway. 
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Overall, the highway development altered the taskscapes of the communities so new 
alliances must be created between the communities. The old highway facilitated enough 
movement through the communities of Almaguin to sustain the local economies as distinct 
entities, which competed with one another. Moreover, the political structure of these towns 
created artificial boundaries to developing a cohesive taskscape and identity. The business 
associations were established to work towards a more cohesive taskscape and identity, in 
order to create a regional identity and collaborative taskscape to benefit the region as a whole. 
Destination Branding: Making a Name for Almaguin 
Identity, both in terms of the individual communities in South-Central Almaguin and the 
regional identity of the Almaguin Highlands as a whole, was a recurrent theme throughout the 
interviews. As with the business associations, most of the NBT operators viewed the identity of 
the region as extremely important for their businesses and the local economy as a whole. All ten 
operators that discussed the identity of the communities and Almaguin as a whole believed that 
the highway changes have had an impact on the identity of the region and will continue to shape 
the identity moving forward. I will now discuss the current state of the Almaguin regional brand, 
the impact of the highway and the challenges to the development of a brand including brand 
competition, the acceptance of the place name, the political structure, and current identities. 
Many of the operators argued that the Almaguin region was lacking any identity and 
because of this the name Almaguin had no real meaning to tourists seeking out a northern 
experience. Participant 10 shared their first perception of the area, 
I think that Almaguin when I came here [2005] Almaguin had no identity. I myself 
thought it was a mispronunciation of Algonquin. I didn ' t really understand it you 
know so my coming in here green there was no identity. I mean my girls went to 
Almaguin Highlands Secondary School and really other than that I wouldn ' t know 
what the reasoning of it was. 
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Participant 10 noted that they do not associate any meaning to the name Almaguin. Participant 
7 also noted the place name and recognized that Almaguin was lacking a cohesive identity, 
Almaguin doesn ' t exist outside of Almaguin. If you said Almaguin to anyone in 
Canada they would say ... if you said north of Muskoka, they' d say, "Oh yeah I know 
where you are". Everyone is kind ofrecognizing that we have this area that's 
empty ... basically and we 'd like to fill it up with more people. 
Participant 7 pointed out a key challenge that NBT operators in Almaguin face in attracting 
visitors, because many visitors are unaware that the Almaguin region exists. 
When discussing the issues of identity in Almaguin, the participants often discussed the 
name and identity of Almaguin in comparison to the well-known brands of Algonquin and 
Muskoka. In order to understand the identity of the three regions and the competitive landscape, 
it is important to understand the natural and built landscape and taskscape of the regions. The 
natural landscapes of Almaguin, Muskoka, and Algonquin are very similar as they are all located 
on the Canadian Shield with mixed woodlands, hilly topography, and hundreds of small- to 
medium-sized lakes and rivers. The regions differ in their built landscape and taskscape. 
Muskoka is known as cottage country, encompassing six municipalities with three large towns 
and many small communities with a combined permanent population of 60 000 and an additional 
100 000 seasonal inhabitants. Muskoka is the most developed of the three regions, providing 
most of the luxuries and amenities that one would find in larger urban centres. Algonquin Park 
has a small permanent population and lacks many of the luxuries and amenities provided by 
Muskoka. However, the built landscape of Algonquin involves an extensive trail system with 
supporting campsites and basic amenities which service over 800 000 guests a year. The 
Almaguin Highlands is the middle group between Muskoka and Algonquin Park, both in terms 
of its location, as well as its permanent population, infrastructure, and amenities. The highway 
has forced NBT operators in Almaguin to consider their neighbouring competition as the 
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communities need to find a way to draw people off the highway into the towns; the change in 
travel times has made the destination businesses more competitive with businesses in Muskoka 
and Algonquin. Participant 9 pointed out the challenges of the identity and location, 
I guess it's hard though because you're right next to Muskoka and you talk about 
branding. Well, I mean you can' t beat that brand you know. It's out there, everybody 
knows it, and everybody had this picture of two chairs and a dock. So it's hard for 
Almaguin because you are sitting right next to one of the largest tourist areas in 
Canada and you are sitting right beside it you know? So we kind of tag into Muskoka, 
you know what I mean? So we're just north ofMuskoka. We probably should just call 
us north of Muskoka. 
Participant 4 echoed this sentiment, 
If you say come to the Muskokas, people say, "Oh Muskoka" . People know Muskoka 
but when you say Almaguin, people are like, "Where's that, right? So I think, ya, if the 
name was more towards Muskoka or north Muskoka, I mean we're Parry Sound right 
um maybe we'll draw more people saying, "Ok I'm going to Muskoka". But if it's just 
Almaguin, they' re not sure what that is, where that is? Muskoka everyone knows is 
northern Ontario. 
Participant 4 and 9 both mention the notoriety of the Muskoka Region and the images and 
experiences associated with the place name. 
While Participants 4 and 9 discussed the challenges of the Almaguin identity compared to 
Muskoka and Algonquin, Participant 10 discussed their work in association with AHCC and the 
goal of building the Almaguin brand to be just as recognizable, 
We are trying very hard to work to cause a brand identity. I mean I think it' s one of 
those things on my mission that I would like to be recognized like Muskoka like a 
region that has everything that they have to offer but more affordably. Because you 
know, for example, anybody who wants to cottage in the Muskokas if they haven' t 
been there passing a cottage down from family to family member - you'd never be 
able to buy one if you weren't a multi-millionaire. And even if you had one from the 
past and handed it down to family the taxation level is insane so it becomes kind of 
exclusive for an area. Yet it' s a gorgeous area that everybody wants to be a part of and 
you know what? Here we have the very same thing, we have the rocks, we have the 
water, we have the trees, we have all that and we have a lot less development, which 
kind of makes us somewhat unique and now that we have the highway, we are just as 
accessible. We are kind of in the infancy, whereas the Muskokas have matured. 
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Participant 10 highlighted differences in the built landscape and taskscape of Almaguin 
compared to Muskoka, which may be attractive to potential visitors. They also discussed the 
relative development of the brands and the potential challenges and opportunity for the 
Almaguin brands as they argued the brand was in its infancy. 
The highway development and the increased access to Almaguin came up many times 
when the participants discussed the identity of Almaguin and its ability to build a brand and 
compete with Muskoka and Algonquin Park. Participant 2 discussed the need for time and 
marketing to build the brand of Almaguin, 
People leave North Bay even Toronto or Huntsville and people can access these trails 
easily now and so they'll be in an area and they' ll say, "Wow, this is beautiful , where 
am I?" They don't know. And unless there's a sign saying, "You are in the Almaguin 
Region" then they'll associate what they like with the name. Then they will find out 
about the area and experience the area and then realize that the price of the area is 1/3 
less than Muskoka and yet there ' s not all that congestion and traffic and no 
interconnecting waterways and they' ll never leave! 
The challenges to creating a cohesive identity mirror the challenges of the business associations. 
With so many different groups trying to forge an identity and no overall cooperation, forming a 
destination brand for Almaguin is difficult. Participant 10 shared their goals and frustrations, 
My biggest thing is to try and get this thought of regionally. I'm thinking of the region 
as a whole so I'd like to identify Almaguin on a border kind of like Algonquin Park 
has a border and then I would like to get us all thinking about the one name. 
Unfortunately, we have Perry Township has put up signs saying Perry Township -
Gateway to the Almaguin Highlands. Then you go up and you've got South Almaguin 
Highlands, which is Perry Township, and you'll have South River and Sundridge 
CAEDA, which is Central Almaguin Highlands, and then you go to North Almaguin 
Highlands. You have East and West Almaguin Highlands. So there you going and 
break the region up. I mean let's be honest, have you ever heard of anybody say about 
east Muskoka, west Muskoka, north Muskoka, south Muskoka? No. You just hear the 
word Muskoka and it' s international. One word. Simple. 
As discussed, the municipal structure in Almaguin has created artificial boundaries around the 
taskscape of the individual communities. Participant 10 stressed that in order to create a 
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strong regional identity, there needs to be a shift in thoughts and actions to focus on the region 
as a whole as opposed to isolated communities. 
Another challenge is that many of the operators in Almaguin refuse to buy into the name 
and market their businesses using the names of Muskoka and Algonquin Park, with words such 
as North Muskoka and West Algonquin when describing their location or going as far as using 
the name Algonquin in their business name. Participant 2 explained why people are not buying 
into the name, 
I think that Algonquin is one of the most recognized names in the world . It ' s like 
people know everywhere in the world know Algonquin Park. Being in the somewhat 
close proximity to the park, so an association to the name is going to draw attention. 
That' s why they do that if they are trying to attract foreign business you know from 
Germany or from you know wherever. They' ll use that name and people will say, "Oh, 
ok". 
The known place names of Algonquin Park and Muskoka encompass defined brands and 
evoke images and experience, which are more effective in attracting visitors than the little 
known place name of Almaguin. 
The third challenge in developing a regional brand in Almaguin is the political 
structure and the existing identities of the various communities. The challenges of having 19 
townships and villages and multiple business associations all pushing their vision of the brand 
has made it increasingly difficult to bring the region together and carve a path for the future. 
Participant 9 argued, "I think to stay alive - I think they are going to have to lose their 
identity". Participant 9 was saying that in order to create a cohesive identity and destination 
brand there needs to be a shift in thinking from individually bounded communities to many 
communities within a bounded region, where the identities of the individual townships and 
villages would bolster and complement a cohesive identity. This is a sentiment that was 
alluded to by many of the participants. Participant 2 discussed the vision of the "Villages of 
Almaguin," and how the individual towns will fit inside that with an overarching identity, 
You know it' s over time I think you ' ll see all of those change out and well , everybody 
wants to develop the concept of the "Villages of Almaguin", so you have the 
Almaguin Highways and within that then there ' s Burk's Falls, Sundridge, South 
River ... which is a really cool idea if you think about it right. So we are headed in the 
direction of more cooperation, which is good. And the highway has kind of facilitated 
that. 
Participant 2 explained the idea of thinking about the communities as unique places that 
support the broader regional identity, instead of individual entities. 
Articles in the Almaguin News, including "It' s time to define the region" by Ed 
Hughes (2005) and "How can Highway 11 be turned into a destination?" by Andy Campbell , 
discussed the importance of creating a destination brand. Hughes wrote, 
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The time has come, for all of those who want to see the Almaguin Highlands grow and 
prosper, to support a move to properly identify our region as a distinct and marketable 
economic/ growth/retirement/tourist region. 
Both articles associated the need to identify the area to the Highway 11 development in order 
to build a more competitive tourism industry. 
The highway has altered the geographical region of Almaguin, as the rerouting of the 
highway line moves the flow of traffic around, instead of through the communities, creating a 
pocket of communities. This pocket of communities now has the opportunity to shift the lines 
and boundaries of their taskscapes to encompass the region as a whole to develop a regional 
identity. This regional identity would ideally capture and evoke images and feelings desired 
by potential tourists to make the area more competitive with Muskoka and Algonquin Park. 
Conclusion of Findings 
The highway development has altered the regional taskscape and landscape, which has 
shaped the economies of the individual communities, the mobility ofNBT operators and their 
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guests, the boundaries of the individual community taskscape and has provided an opportunity 
for the region to build a destination brand. The rerouting of the highway has changed the 
mobility of travellers, moving the flow of traffic around instead of through Sundridge and South 
River, so the ways of life of travellers no longer intersect with local businesses. The widening 
has also made travelling on the highway more time efficient, encouraging travel and drawing 
people away from the communities of South-Central Almaguin. The rerouting and widening of 
the highway has altered the mobility and experience of travel on Highway 11 for the NBT 
operators, guests, and local inhabitants as travellers are now able to move faster, in a more direct 
line and it has created features that provide a real and perceived sense of increased safety. The 
movement of the highway has also altered the geography of the region as the communities, 
which were once a string of places along the highway are now a region unto themselves beside 
the highway. The change to the region has provided the opportunity and the need for cooperation 
between the communities in the form of business associations, which are working towards 
redefining the boundaries of the taskscapes of the individual communities to include the entire 
region. In redefining the boundaries, the organizations have a mission of creating a stronger, 
more connected economy and identifying the area. Identifying the area was important to the 
participants for attracting visitors and competing with the major NBT regional brands of 
Algonquin Park and Muskoka. 
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Chapter 5: Discussion 
In this chapter I attempt to draw connections between participants' ways of life and their 
senses of place, as seen in the findings. The physical changes to Highway 11 , having altered the 
way people move through the landscape, have impacted the way businesses operate and interact, 
and the way people think about the local area. I will discuss the implications of the highway 
changes to the routes and experiences of tourists and NBT operators, relating to Ingold ' s 
concepts of wayfaring and destination-oriented transportation. I will highlight how this 
experience has differed between areas that were bypassed, and those areas where the highway 
route remained the same. I will then discuss the resulting shifts in the perception and branding of 
the area, as well as the economic taskscape, and the resulting changes to the senses of place of 
the NBT operators. 
Wayfaring and Transportation: Altering the Experience of Movement 
The alterations to the built landscape of South-Central Almaguin for the highway 
development have resulted in shifts to the mobility of highway travellers and a reorganization of 
the communities in the region. First, drawing on Ingold (2007), I will discuss travellers ' routes 
and experiences as having shifted from meandering through towns in a way akin to wayfaring, to 
that of destination-oriented transportation. Second, I will address how the highway development 
and shifts in mobility have resulted in a reorganization of the communities of South-Central 
Almaguin by both isolating and amalgamating the communities. 
Ingold (2007) discussed how technology and the built landscape have shaped the 
experience of travel for humans as a shift from wayfaring to transportation. Ingold illustrated 
wayfaring with a solid line, winding through time and place. The line of the wayfarer is not 
confined to a single place nor is it devoid of place, but instead is actively involved in place 
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making as the inhabitant, or wayfarer, moves along this winding, solid line of their way of life. 
Wayfaring is not defined by speed, but instead by the movement of the inhabitant in relation to 
the landscape and taskscape and in the intersections and interactions that occur along the way. 
Ingold cited walking as a form of wayfaring and discussed the shift in the experience of mobility 
and wayfaring with the introduction of motorized vehicles as he argued that, 
Transport systems nowadays span the globe in a vast network of destination-to-
destination links. For passengers, strapped to their seats, travel is no longer an experience 
of movement in which action and perception are intimately coupled, but has become one 
of enforced immobility and sensory deprivation (Ingold, 2007, p. 102). 
Ingold illustrated wayfaring as a solid line and transportation as a dashed line. The dashed line 
jumps between specific places or destinations, seemingly devoid of the experience in-between. 
The speed and the route of the dotted line of the vehicles are out of sync with the movement of 
the landscape and taskscape, causing individuals to bypass intersections and interactions that 
would have otherwise woven their ways of life into the places they move through. However, 
Ingold argued that there is no type of movement completely devoid of interactions and 
expenences. 
The possibility of pure transport is, in short, an illusion. We cannot get from location to 
location by leap-frogging the world, nor can the traveller ever be quite the same on 
arrival at a place as when he set out. It is precisely because perfect transport is impossible 
- because all travel is movement in real time - that places do not just have locations but 
histories (Ingold, 2007, p. 102). 
Despite the fact that perfect transportation is not possible, humans are still working to 'perfect' 
their travel-as-transportation, increasing the speed and straightening out the lines that people 
move along. In doing so, the experience of movement is altered in particular ways that shape the 
understanding of the landscape and impacts on places and place making. The development of 
Highway 11 is an example of the endeavour for more efficient transportation. 
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Travelling along the old route of Highway 11 was, in a sense, more akin to wayfaring as 
the road meandered through the landscape, slowing down the traffic as the vehicles moved 
through the communities. The mobility along this old route had its benefits and drawbacks as it 
enabled and forced various paths to intersect. Wayfarers along this route interacted with the 
communities and inhabitants through direct intersections with businesses or simply the sights of 
the local schoolyard or houses. For businesses that relied on through traffic this forced-
interaction provided opportunities to engage a flow of customers. Negative interactions, such as 
car collisions, fast moving traffic through communities and human-car collisions, also occurred 
due to the layout of the highway and the path it took through populated communities. 
Wayfaring 
------,,.,...- -....... .,.-
Travel / 
Figure 7. Wayfaring or Transporting Through Almaguin. This figure depicts the shift in mobility in Almaguin using 
illustrations adapted from lngold ' s (2007) portrayal of wayfaring and transportation. Image courtesy of the author, 
adapted from Ingold (2007). 
The direct path and increased speed enabled by the new highway provides travellers the 
opportunity to leapfrog from Toronto to North Bay, or from their Point A to Point B, without 
interacting with the communities. Since the highway no longer facilitates a flow of traffic 
through Sundridge and South River, the traveller's experiences are no longer dictated by forced 
interactions with these communities. 
111 
The shift in the built landscape and mobility necessitated by the highway development 
has reorganized the region of South-Central Almaguin. The route of Highway 11 once wound 
through Katrine, Burk's Falls, Sundridge and South River, connecting the communities of South-
Central Almaguin like beads on a necklace. Each phase of highway development has 
straightened out the route, bypassing the communities and cutting off the towns from the flow of 
people moving along the highway. Figure 8 illustrates three phases of the highway showing how 
the original route moved through each of the communities and how the route has progressively 
straightened out, first bypassing Burk' s Falls and Katrine and most recently South River and 
Sundridge. The third illustration in Figure 8 (right) depicts the highway as a dashed line as it 
allows travellers to go from Toronto to North Bay without interacting with the communities in 
between. 
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Figure 8. Almaguin as a Necklace. This figure depicts how the alteration of the highway line has reshaped the 
landscape of South-Central Almaguin. Each of the three images depicts the highway at the point of completion of 
different development projects. Image courtesy of the author. 
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The third illustration depicts the result of the 2005-2012 highway development project and 
current situation in South-Central Almaguin. A more accurate diagram would show the roads 
that still connect the communities to the highway and to each other; however, this figure attempts 
to illustrate the perception created by the changes, as the communities have become more 
isolated from the highway. Each of the communities face similar challenges as they move 
forward with the realities of the new highway and the need for more sustainable economic 
solutions. Some of these challenges include drawing individuals off the highway, diversifying 
their economy and competing with regions such as Muskoka and Algonquin Park. Although the 
new highway has isolated the communities from through-traffic, the change in mobility has also 
reorganized the region into a pocket of communities with the opportunity to collaborate in 
branding, growing, and diversifying their tourism industries. The reorganization of the region has 
necessitated a change in how inhabitants think about the region, shifting from a mentality of 
town-versus-town to region-versus-region. Many of the operators recognized the shifting 
mentality as an opportunity when they discussed future opportunities for growth of the tourism 
industry and branding the region. 
Impact of Location and Nature of Business 
I began this study looking at the differences experienced by businesses located in towns 
that had been bypassed versus towns where the highway was widened but the route did not 
change. It quickly became apparent throughout my interviews that location was only one variable 
and that the nature of the businesses, whether they identified primarily as destination or through-
traffic businesses, was also important. Differences for exist for destination and through-traffic 
businesses, both in the role that they play in the local economy and the impacts they have felt 
from the highway. 
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Ever since the economic transition in South-Central Almaguin away from a reliance on 
the forestry and agriculture sectors, businesses that relied on through-traffic from the highway in 
Sundridge and South River have provided employment and an economic base for the 
communities. These through-traffic businesses were a part of the experience of the wayfarers 
moving along the old highway route. With the highway no longer facilitating these interactions, 
the operators no longer have a sustainable natural flow of business. These businesses include 
NBT businesses as well as restaurants, retail stores, and other service sector businesses. These 
businesses share a symbiotic relationship with each other as the NBT operators contribute 
customers to service sector businesses and NBT operators rely on these same businesses 
including restaurants, retail stores, and services as important aspects of the experience that they 
provide to tourists. The economic situation in South-Central Almaguin supported the argument 
made by Reid (1998) and Mather, Hill, and Nijnik (2006) that post-productive industries such as 
NBT are accompanied by a parallel growth of the service sector. NBT operators who identified 
their businesses as destinations argued that the experience that they offered draws people to the 
area, providing customers to the local service sector businesses and in tum the tourists ' NBT 
experience is enriched by these local businesses. However, only about half of the NBT operators 
I spoke with identified as destination businesses, the others identifying as businesses that 
primarily relied on through-traffic, which suggested that the parallel growth of NBT and the 
service sector in South-Central Almaguin has not occurred in isolation. The growth and success 
of both NBT operators and the service sector in South-Central Almaguin were heavily influence 
by the external factor of the flow of business provided by the highway. The influence of the 
highway on the economic taskscape of South-Central Almaguin supports the argument by 
Markey, Halseth, and Manson (2006) that factors such as infrastructure. In this case 
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transportation, and location, are important to consider when thinking about the growth ofNBT 
and service sector businesses. Ultimately, the economic taskscape of South-Central Almaguin 
was influenced by both the parallel growth and interaction ofNBT operators and the local 
service sectors and factors such as their location and transportation infrastructure. 
Now that the highway no longer facilitates interactions between travellers and local 
businesses in Sundridge and South River, the businesses are struggling to draw in customers. The 
reduction in customers being brought into the communities puts a strain on both sides of the 
symbiotic relationship of the NBT businesses and the service sector businesses. Many of these 
businesses are faced with two options, remain open and reinvent their business, or close their 
business. As some service sector businesses have closed, NBT operators I spoke with have had 
to find alternatives, such as travelling further afield for supplies, to suit their business needs and 
the needs and experiences of their guests. For some, this has been a struggle suggesting not only 
a positive relationship between the growth ofNBT and wider service sector businesses, but also 
a parallel decline because the flow of business to the service sector has been reduced. This is 
supported by some of the variables that Markey, Halseth, and Manson (2006) identified as 
barriers to a sustainable post-productive economy including a weak economic base, lack of 
amenities and resources, aging population, and low and declining population. The reduced flow 
of traffic has weakened the economies of South River and Sundridge, threatening the viability of 
businesses that once supplied resources and amenities to the network of other local businesses 
including NBT operators. 
Although the highway route did not change near Burk' s Falls and Katrine during this 
development project, these communities have felt the effects of the increased highway speed and 
shift in mobility as travellers move more quickly through the region and fewer stops or detours 
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are made through these communities. Although it has been to a lesser extent, this shift has 
resulted in similar challenges for the business networks in Burk's Falls and Katrine as those of 
the communities who were bypassed, as it has become harder to draw travellers off the highway. 
Therefore, moving forward, the implications for all four of the communities in South-Central 
Almaguin are similar in that they will all need to pay more attention to drawing travellers off the 
highway. 
Despite the challenges that the changes in mobility and travel route have created for 
through-traffic businesses, the reduced travel times have made the region a more competitive and 
viable location for businesses that identify as destinations. The destination NBT businesses in 
Almaguin depend on efficient transportation that allows people to reach their destination in a 
timely fashion to make themselves competitive with Muskoka and Algonquin Park, which are a 
shorter distance from the major market of Toronto. This speaks to the argument of Fredman, 
Wall-Reinius, and Grunden (2012), that the experience of escape and remoteness in NBT must 
be combined with comfortable facilities and infrastructure services, which extends to the way 
tourists travel to their destination because the NBT experience has become much more about the 
destination than the journey. Tourists are now able to travel and effectively leapfrog from their 
homes to destinations where the NBT operators facilitate the desired experience of wilderness. 
The economic shift facilitated by the highway suggests that the NBT businesses that will 
thrive in the region will be destination businesses, but also those that are consolidated. By 
consolidated businesses, I mean businesses that will still draw from other businesses for services 
needs, but who are able to internally offer a full experience to their customers. The mobility of 
the highway has made it more efficient to draw supplies and services from larger centres such as 
North Bay, Huntsville, or Toronto. However, the shift in the local business support network will 
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make it more difficult for NBT operators to draw on surrounding businesses, such as restaurants, 
retailers, and services to make an unique experience for their customers. An example of this 
would be a campground, which would previously have booked fishing tours through another 
operator and encouraged their guests to reach out locally and explore the local shops, would need 
to shift the experience that they offer to one in which they facilitate their own activities, lodging, 
and catering. 
Overall, it appears that without the flow of through-traffic and the changing nature of the 
local business network, the make-up of the NBT industry will shift from a mix of destination and 
through-traffic businesses to primarily destination businesses. This suggests a bleak future for 
the communities because the remaining destination businesses would provide fewer jobs, which 
would likely be mostly low paying and seasonal, than the local economies that existed before the 
highway development. However, an alternate trajectory is possible with the potential 
opportunities many of the operators identified from the shift in mobility, reorganization, and 
collaboration of the communities in the region. 
The NBT operators suggested that if the communities are able to shift the focus of their 
economic and political taskscapes and foster more cooperation and collaboration between the 
communities to create a regional brand and tourism network, both through-traffic and destination 
businesses would be able to thrive. Collaboration between the communities is important because 
a vibrant and diverse network of businesses is important to meet the needs ofNBT operators and 
allow them to offer a unique and competitive experience to tourists. A unique and competitive 
tourism experience draws more traffic and further supports the local service-sector businesses. 
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Implications of Altered Mobility and Shifting Taskscape 
The altered mobility and reorganization of the communities of South-Central Almaguin 
brought about by the highway changes have had implications for the region and its inhabitants as 
a whole. The first is a shift in the economic taskscape based on the viability of past business 
practices due to the altered mobility and state of economic interrelationships. The second is a 
change in how inhabitants think about the region, shifting from a mentality of town-versus-town 
to region-versus-region. With this shift, NBT operators identified a need to create a regional 
identity in order to compete for tourists and economic benefits. The shifts in business practices 
and regional identity have resulted in a reshaping of business operators' senses of place, in terms 
of their dependence, identity, and attachment to continuity, new place meanings, personal ties, 
and political involvement. 
Place dependence of NBT operators and their communities. 
The changes to mobility and the reorganization of the communities of South-Central 
Almaguin facilitated by the highway development have altered the ability of the landscape and 
taskscape of the region to support NBT operators and their local communities, which has 
impacted the place dependence of NBT operators. Place dependence refers to the ability of a 
given place to satisfy an individual ' s needs, desires, and goals (Stokols & Shumaker, 1981). 
Affects on place dependence have varied for the different NBT operators based on location and 
the nature of their business because the ability of the landscape and taskscape to meet the 
operators ' needs and goals have been altered. 
Stokols and Schumaker (1981) and Trentelman (2009) argued that the amenities and 
resources that a place is able to provide shape the place dependence of individuals. As discussed, 
for the economic taskscape of South-Central Almaguin, the rerouting of South-Central 
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Almaguin ' s key transportation route has largely cut off the supply of customers to both through-
traffic NBT businesses and supporting services. This represents a shift in the services that once 
allowed the built landscape and taskscape to support these businesses and the needs and goals of 
NBT operators. In contrast, the increased speed and efficient route of the highway has increased 
the ability of the same built landscape and taskscape to support destination NBT businesses 
because reduced travel times are attractive to potential tourists. Although it is still early, these 
changes have already begun reshaping the economic taskscape. For NBT businesses, this process 
suggests a shift in the industry from a combination of through-traffic and destination businesses 
that worked together to diversify the experience of their customers, to a number of consolidated 
destination businesses. 
In terms of dependence, the highway development has altered the ability of the landscape 
and taskscape to meet the needs and goals of the individual NBT operators for both their 
businesses and chosen lifestyles. The needs and goals ofNBT operators for their businesses and 
lifestyles overlap as they loosely fit into the category oflifestyle entrepreneurs (Ateljevic & 
Doome, 2000), meaning that their business is a part of and allows them to live their chosen 
lifestyles. For the operators of businesses that depended on through-traffic, the area is no longer 
able to provide the necessary flow of traffic to support their businesses in their current states. In 
the true meaning of lifestyle entrepreneur, the operator may not consider this an issue because 
Ateljevic and Doome (2000) suggested they gauge the success of their business differently. 
However, the definition of a lifestyle entrepreneur laid out by Ateljevic and Doome (2000) did 
not consider the socioeconomic situation of the operators. In the depressed economies of South-
Central Alrnaguin, the operators have not been as free to make business decisions based on non-
economic motives, because they still need to make a living. For this reason, many of these 
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operators felt that the region no longer supports their needs and goals, requiring them to either 
close their businesses or realign their business practices, putting their ability to perpetuate their 
chosen lifestyle in jeopardy. In contrast, the shift in mobility and the built landscape have made 
the region more conducive to the needs and goals of destination businesses, allowing these 
operators to continue living their chosen lifestyles. 
Many of the NBT operators compared South-Central Almaguin to Algonquin Park and 
Muskoka and touched on the ability of these places to support NBT businesses and their chosen 
lifestyles. Pretty (2003) and Qian and Zhu (2014) argued that place dependence is partially 
determined by the distinct amenities and resources that a place provides and whether another 
place has the ability to satisfy the same goals. Some of these operators discussed the possibility 
of moving to these regions because the amenities and resources that they provide are now more 
conducive to their needs and goals. Whereas others discussed how South-Central Almaguin 
needed to change in order to compete with these regions in terms of the amenities and resource 
that they are able to offer. A key aspect that currently sets Algonquin Park and Muskoka apart 
from Almaguin is that Algonquin and Muskoka have both developed destination brands. These 
brands are a resource that contributes to the ability of the local landscape and taskscape to meet 
the needs and goals ofNBT operators. Many of the operators spoke of the challenges that they 
face in Almaguin due to the lack of a well-known regional destination brand, which puts them at 
a disadvantage to Algonquin and Muskoka. Blain, Levy, and Ritchie (2005) and Govers and Go 
(2011) spoke of the importance of a destination brand for attracting tourists. A couple of the 
operators felt that the brand that they had built for their individual business was enough, but 
overall the operators identified the regional destination brand as the most important. When 
looking at destination brands, it is important to consider the brand of a specific region, and the 
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brands of competing regions. For NBT, destination brand and whether another destination can 
offer a similarly branded experience is an important aspect of place dependence. 
The two possible trajectories also have impacts on operators' families. A weakened 
business network and less diverse economy would make it difficult for the taskscape to meet the 
needs, desires, and goals of NBT operators because many rely on a strong community network 
for their chosen social activities and the needs of their families , including local schooling. A shift 
towards a regional economy, which is built on cooperation between the communities, with a 
diverse economy would likely continue to support the needs and goals of these operators and 
their families. 
Connecting place identity and the identity of place. 
The current situation in South-Central Almaguin has the place identity of many of the 
operators ' in a state of flux because the identity of the region as a whole is in question. The ways 
that the highway changes have shaped the place identity of the NBT operators relate to four 
aspects of Knez ' (2005) place identity framework including place-related distinctiveness, place-
congruent continuity, place-related self-esteem, and place-related self-efficacy. The changes to 
the NBT operators ' place identity reflect their connection to the identities of place at both the 
community and regional levels and the impact on the local economies, because the place identity 
of the NBT operators is intrinsically linked to the evolving identity of the region. 
Place-related distinctiveness relates to how individuals identify themselves in relation to 
a given place (Knez, 2005). The participants discussed the changing identities in South-Central 
Almaguin explaining how the bypass stripped Sundridge and South River of their identities as 
stops along the highway and how groups are now working to build an identity for the region as a 
whole. During these interviews, I noted that participants were struggling with their identities in 
relations to the identity of their communities and the region, as these identities were changing 
with the changes to the local economies and mobility. 
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Place names play a role in place-related distinctiveness as they give individuals and 
groups a simple way to articulate the complex experiences and connections that make up their 
identity (Rofe & Szili, 2009). For example, Participant 10 grew up recreating in Algonquin Park 
and explained that a large part of how they viewed themselves was associated with an 
"Algonquin Ideal". This participant has lived in and has been very involved in the community of 
Burk' s Falls for ten years, but still identifies to a greater degree with Algonquin, and not 
Almaguin because of the emotional connection they feel to the Algonquin brand. The vision 
participants have for Almaguin is primarily centred on building a cohesive identity and 
sustainable economy that would allow their businesses to thrive. However, competition and 
conflict between individuals and groups in the local and regional community present an obstacle 
to building a cohesive identity. 
As discussed, many of the operators share similar motivations for their chosen ways of 
life. The highway has not changed these motivations, but it has influenced the place-congruent 
continuity of the NBT operators. Place-congruent continuity, similar to place dependence, refers 
to how compatible a place is with the chosen lifestyle of an individual. The shifting regional 
landscape and taskscape have in some cases made the region less congruent with the lifestyles of 
the operators and in other cases, has set a course that could shape the area to be more congruent 
to their lifestyle. For the NBT operators to perpetuate their chosen lifestyle, their businesses must 
be able to attract tourists, which is in part dependent on the ease of travel, local economy, and 
destination identity. As discussed, other operators have been challenged in their work to build a 
regional identity and sustainable economy in order to shape the place to complement their 
desired lifestyle. 
Place attachment: A sum of place dependence and place identity. 
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The shifting taskscape facilitated by the highway development has had and will continue 
to have a role in shaping the senses of place ofNBT operators. Direct changes have been seen in 
the place dependence and place identity of the operators with subsequent affects on their place 
attachment. I approached the concept of senses of place as a multidimensional framework, which 
functions on the basis that place attachment, place identity, and place dependence are distinct but 
interrelated concepts (Jorgensen & Stedman, 2001; 2006). However, I found the changes to place 
attachment related to the highway were a function of how those changes have shaped the place 
dependence and place identity of the operators. The shift in place identity and place dependence 
created a subsequent shift in place attachment, which suggests a hierarchical relationship 
between the three facets of sense of place. This hierarchical relationship is more in line with the 
frameworks put forth by Williams et al. (1992) and Kyle, Graefe, and Manning (2005) and 
supports the argument that place identity and place dependence are components of place 
attachment. This is because the connection that the participants felt to the local landscape and 
taskscape was tied to how the landscape and taskscape were able to perpetuate the desired 
lifestyles of the NBT operators and how the individuals identify themselves in relation to that 
landscape and taskscape. 
The participants were not explicit about how their connections to the area have evolved 
but I documented that the way they spoke, including how they described different aspects and 
their expressions and intonation, provided an insight into their changing feelings about the local 
landscape and taskscape. For destination NBT operators who have largely benefitted from the 
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changes, the increased safety and ease of transport for personal and business tasks, as well as the 
creation of communal business organizations and the push for a regional destination brand have 
made the area conducive to their chosen lifestyles. The highway changes have shaped aspects of 
their lifestyle and ways of life including their recreation, personal, and business activities. In 
terms of recreation, despite the need for adaptation to the snowmobile and A TV trails, the 
highway has not been seen to diminish the participants' recreational experience as a part of their 
personal or business activities. The ease of transportation and safety allow the participants to 
fulfill their personal needs and desires, bolstering their businesses to attract tourists. Also, with 
the push to create a regional destination brand, these participants expressed a vision for their 
businesses and for their own futures congruent to their vision for the region. 
In contrast, the participants whose businesses relied on through-traffic seemed 
disenchanted with the area. Some of the participants who maintained a strong connection with 
the area and their businesses were working to adapt their business and lifestyle to their new 
situation with one of the businesses shifting focus from transient campers to seasonal campers. 
Others seemed to be actively disconnecting from the area. An example was Participant 5 who 
recently closed their business and moved to Huntsville. During the meeting, they expressed the 
same motivations for getting into the business as the other operators, but were quick to explain 
that they could run this business anywhere. Initially, their location was ideal based on their 
proximity to the highway and the lake, but their situation changed due to the bypass, which 
suggested that their place attachment was based on the places ability to support their needs and 
goals. 
Ultimately, the impacts of the highway development directly shaped and continue to 
shape the place dependence and place identity of the NBT operators. The results of my 
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interviews with the NBT operators expressed a subsequent shift in their place attachment based 
on the ability of the area to support their way of life and how they identify themselves in relation 
to their local communities and the broader region. 
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Chapter 6: Conclusion 
I undertook this study to explore the impact of transportation infrastructure changes on 
nature-based tourism operators. This was important to gain insight into the affects of the 
Highway 11 development project on NBT operators in South-Central Almaguin and how the 
experience of the highway widening and bypass have shaped the operators senses of place and 
ways of life. Based on past experiences, I chose the Almaguin region and focused in on four 
communities, which I deemed South-Central Almaguin, surrounding the highway to focus on for 
my case study. Two of these communities were bypassed by the recent Highway 11 development 
project and the other two were affected by the widening of the highway, but the route remained 
the same. These communities provided me with embedded units to explore for my case study. I 
conducted twelve semi-structured interviews with NBT operators and analyzed using directed-
content analysis, which yielded six key themes. The key themes were checked for consistency 
with articles from local newspapers, my personal journals, and negative cases. 
Summarizing the Findings, Discussion and Research Questions 
The key themes derived from the semi-structured interviews related to how the highway 
bypass and widening altered the regional taskscape and landscape, which has shaped the 
economies of the individual communities, the mobility ofNBT operators and their guests, the 
boundaries of the individual community taskscape, and has provided an opportunity for the 
region to build a destination brand. The rerouting and widening of the highway has altered the 
mobility and experience of travel on Highway 11 for the NBT operators, guests, and local 
inhabitants, because travellers are now able to move faster, in a more direct line. The rerouting of 
the highway has shifted the flow of traffic around, instead of through Sundridge and South River, 
so the ways of life of travellers no longer intersect with local businesses. The widening has also 
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sped up the flow of traffic on the highway, encouraging travel and keeping people on the 
highway, which is drawing people away from the communities of South-Central Almaguin. The 
new highway also has features such as ramps and dividers that provide a real and perceived sense 
of increased safety. The movement of the highway has also altered the geography of the region 
as the communities, which were once a string of communities along the highway are now 
effectively a pocket of communities beside the highway. The changes to the region have 
provided the opportunity and the need for cooperation between the communities in the form of 
business associations, which are working towards redefining the boundaries of the taskscapes of 
the individual communities to include the entire region. In redefining the boundaries, the 
organizations have a mission of creating a stronger, more connected economy and to create an 
identity for the region. Participants identified destination branding as a priority for the area in 
order to attract visitors and compete with the major NBT regional brands of Algonquin and 
Muskoka. 
The findings from my study helped to answer the initial research questions posed in this 
study, explaining the impact of the highway on the NBT operators ' senses of place and the 
connections between ways of life and senses of place. The findings also informed my research 
question regarding the different impacts on operators located in communities that were bypassed 
by the highway and those in communities that were impacted by the widening of the highway 
where the route remained the same. However, the findings suggested that the nature of the 
businesses, whether they identified as destination or through-traffic businesses, were a larger 
factor in the implications of the highway than the locations of the businesses. 
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QI) Has and how has the highway expansion project shaped the senses of place of nature-based 
tourism operators in South-Central Almaguin? 
The impact of the shift in mobility and reorganization of the communities of South-
Central Almaguin have shaped and will continue to shape the senses of place of the NBT 
operators. In terms of place dependence, the highway development and shift in mobility altered 
the ability of the landscape and taskscape to meet the needs and goals of the individual NBT 
operators for both their businesses and chosen lifestyles are interconnected. For some NBT 
operators who relied on through-traffic, the new highway route impedes the ability of the 
landscape and taskscape to provide the necessary flow of traffic needed to sustain their 
businesses. Whereas for destination businesses, the opposite is true as the highway facilitates 
more efficient travel to the area for tourists who have sought out a specific destination. Since 
these operators loosely fit into the category of lifestyle entrepreneur, the inability of the 
landscape and taskscape to meet the needs and goals of their business directly impacts their 
chosen lifestyles and ways of life, because business is a key part of this lifestyle. In terms of 
place identity, the NBT operators suggested that their identity is in flux because their identity is 
tied to the identity of the places they inhabit, which are in transition because of the highway. The 
impacts on the place attachment of the NBT operators appear to be a function of the impacts the 
highway has had on their place dependence and place identity, more specifically the ability of the 
area to support their way of life and how they identify themselves in relation to their local 
communities and the broader region. 
Q2) What are the connections between the ways of life and senses of place of nature-based 
tourism operators? 
With the shift in mobility, the current and future economic forecast is fairly bleak for the 
communities of South-Central Almaguin. Many of the businesses, including NBT operators who 
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relied on through-traffic, are struggling to survive due to the reduced traffic flow and many of 
these businesses are being forced to close or drastically reinvent their business. The closure of 
many of these businesses is weakening the business support network that NBT operators relied 
on for supplies and the experiences that they offer their guests. Some of the destination NBT 
operators are feeling the negative effects of the reduced support network, but the increased 
mobility provided by the highway has made their businesses more competitive. Overall, the 
changes have resulted in a downward trajectory for South-Central Almaguin that could result in a 
less diverse economy, focused on destination businesses, which would likely not be able to 
sustain the current population. However, the cooperation of the communities and rebranding of 
the region could put South-Central Almaguin on a different trajectory that would include a 
diverse regional economy, focused on cooperation between the communities and a cohesive, 
branded NBT experience. 
Q3) How has the impact on the senses of place of nature-based tourism operators located in 
areas where the highway route did not change differ from those that have been bypassed? 
In some way, each of these key themes relate back to the shift in mobility brought about 
by the altered highway. The new route and speed of travel on the highway have shifted the 
experience of mobility for travellers from an act akin to wayfaring to that of travelling. This shift 
has had economic impacts on the NBT operators and the communities as a whole because the 
new highway route reduces interactions between travellers and businesses in the community 
including NBT operators. NBT operators who primarily relied on through-traffic and those that 
identified as destinations experienced different impacts from the highway changes. For NBT 
operators that relied on through-traffic, the reduced traffic flow means fewer customers. While 
for NBT operators that identified as destinations, the shift in mobility makes their businesses 
more attractive to tourists based on reduced travel times that are more competitive with the major 
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NBT destinations of Algonquin Park and Muskoka. The reduced traffic flow has also affected 
other businesses in South-Central Almaguin that relied on through traffic such a restaurants, 
retail stores, and service businesses. The fate of these businesses has and will continue to impact 
both through-traffic and destination NBT businesses because they rely on these businesses for 
supplies and as part of the experience that they provide their guests. 
Contributions to Literature 
The results of this study provides support for existing literature related to mobility, sense 
of place, dependence, identity, attachment, and destination branding; identifies gaps in the 
literature on rural and small town development and NBT surrounding the differences of through-
traffic and destination businesses; and adds to the literature surrounding lifestyle entrepreneurs. 
Large portions of my study supported and were supported by existing literature. For this study I 
largely drew on Ingold ' s (2000; 2007) literature on mobility and ways of life. lngold ' s work 
provided a theoretical approach for my research and the results of my research connected to 
Ingold ' s concepts of wayfaring and transportation. I approached the concept of sense of place 
using a framework put forth by Jorgensen and Stedman (2001; 2006) that presents place 
dependence, place identity, and place attachment as distinct yet interrelated components. 
However, the results of my research suggested that the shift in mobility had direct impacts on the 
place dependence and place identity ofNBT operators, while the changes to the place attachment 
of the NBT operators were a function of the shifts in place dependence and identity. This 
supports an alternative framework discussed in the literature of Williams et al. (1992) and Kyle, 
Graefe, and Manning (2005) which argued that place dependence and place identity are 
components of place attachment. 
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The results of my study also supported the importance of destination branding as 
identified and discussed by Blain, Levy, and Ritchie (2005) and Govers and Go (2011 ). The 
literature stressed the importance of a destination brand for attracting tourists as well as part of 
the experience that NBT operators provide. However, there appears to be a gap in the literature 
concerning the viability of businesses in branded well-known areas, in comparison with largely 
unknown areas and the types of businesses that benefit from destination branding. 
The literature on rural and small town development discusses factors that contribute and 
detract from sustainable post-productive economies and the impact of transportation 
infrastructure on small communities. The NBT literature discusses different types ofNBT 
businesses and their impact on economic development. However, there is a gap in these two 
areas of literature concerning the viability of businesses that rely on through-traffic versus those 
that ident-ify as destination businesses and how they are affected by a transition in the economy. 
Finally, NBT operators in South-Central Almaguin fit loosely into Ateljevic and Doome 
(2000) definition of lifestyle entrepreneurs. However the description of lifestyle entrepreneurs 
falls short of predicting the behaviour of NBT operators in this case as it does not take into 
account the socioeconomic situation of the operators in their ability to make business decisions 
based on non-economic factors. 
Study Limitations and Opportunities for Further Research 
The limitations and results of this study revealed multiple areas that merit further study in 
order to better understand the situation in Almaguin, and the impact of transportation 
infrastructure change on NBT businesses and senses of place. 
This study was purposively scoped to provide the perspective of the NBT operators in 
South-Central Almaguin and how the ways of life and senses of place of this group were 
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changed by the highway changes. This is only a small snapshot of the impact of the highway 
changes on this specific group, which leaves an opportunity for the future study of the impact on 
many other groups in the area. Possible groups for future study that would provide a more 
complete understanding of the current situation in Almaguin would be the town councils, retail 
operators, restaurant operators, and community members in general. Pertinent questions for these 
groups include: 
• How has the highway experience shaped the respective group's sense of place? 
• How has the shift in the tourism industry shaped the ways of life of each of these groups? 
In terms of the impact on recreation, the NBT operators are only part of the larger 
community of recreationists in the region. I specifically chose NBT operators who owned their 
businesses, as their livelihood and lifestyle are tied to the business and recreation. However, a lot 
of the recreation in South-Central Almaguin is facilitated by clubs or done by individuals. There 
are large clubs such as the Almaguin District Snowmobile Club and the Algonquin West ATV 
club who would make good study populations. 
The study was confined to the region that I defined as South-Central Almaguin, which 
leaves an opportunity for further research into other communities throughout Almaguin. South-
Central Almaguin encompasses communities that are located very close to the highway. Future 
research could explore the impact on communities in Almaguin, such as Magnetawan, which 
rely on Highway 11 as the main transportation route from Toronto, but are further removed. 
Another potential study population group would be tourists who frequent the area to 
engage in nature-based tourism. In this study I discussed the shift from people moving through 
the landscape in a way akin to wayfaring to transportation. A future study could delve more 
deeply into this shift in mobility and examine questions such as: 
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• How has the shift in mobility impacted the tourist' s experience of mobility? 
• How has mobility shaped tourists overall experience of NBT? 
• What are the factors that draw tourists to a given destination? 
Finally, this study dealt with the situation of the NBT operators at this point in time, only 
about two years after the completion of the project. The time frame for this project has provided 
good insight into the implications of the highway development because the changes are so fresh 
in the minds of the operators and many were in business before and after the highway 
completion. This provided an insight into the immediate impacts of the highway development on 
NBT operators. However, the time frame is limiting as the area is still in a state of transition and 
it will take time before the full extent of the highway impact will be realized. A study using 
similar questions to this study, done in about ten to twenty years, would be beneficial and give 
greater insight into the longer-term effects and provide a more complete picture of the future of 
the communities and region. New study questions could also include: 
• How has the highway development contributed to place making in Almaguin? 
• How has the impact of the development of Highway 11 differed between Algonquin, 
Muskoka and Algonquin Park? 
A Region at a Crossroad 
The implications of the shift in mobility and reorganization of the region have been 
largely positive for businesses that identify as destination businesses as the reduced travel time 
and increased safety better position the businesses to compete with others in Muskoka and 
Algonquin Park. In contrast, the implications have been largely negative for businesses that 
depend on through-traffic as their flow of customers has been cut off, which is compounded by a 
reduction in their business network. In both cases the highway development has had a role in 
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shaping the sense of place of operators in terms of dependence, identity and attachment. The 
change in mobility has increased the ability of the region to meet the needs and goals of the 
destination operators, but diminished their ability to rely on the local business network; while in 
most cases the area is no longer able to supply the flow of traffic needed to meet the needs and 
goals of the through-traffic businesses. NBT operators suggested a shift in their place identities 
based on the evolving identity of their communities and region. The shifts in place dependence 
and place identity of the operators have and will continue to shape their place attachment. 
The shifts in mobility and geography have placed South-Central Almaguin at a 
crossroads with two possible paths forward. The first is to continue on the regions' current 
economic trajectory, which will likely result in a shift in tourism to a less diverse industry 
consisting of mainly destination businesses that rely on travelling to larger centre for supplies 
and that are able to internally provide the entire experience for their guests. The less diverse 
industry and closure of many businesses would make it difficult for the individual communities 
to sustain themselves. The second possibility is a further shift in the mentality of the region to be 
more focused on the region as a whole instead of the individual communities. NBT operators are 
working to facilitate this shift to bring the communities together to create a regional brand 
capable of competing with the popular brands of Muskoka and Algonquin Park. Building a 
regional brand could draw more tourists to the area, providing business to both destination and 
through-traffic businesses, as well as strengthening the local business network needed to support 
the tourism industry. Although it is still too early to tell what the future holds in store for the 
communities in South-Central Almaguin, shades of each of the possible trajectories have already 
been seen with through-traffic businesses struggle to stay alive, and NBT business owners work 
to bring together businesses and carve out a name for the region. 
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Appendix A 
Initial Interview Guide 
Ql) Do you feel like you have an emotional connection to this area? 
a) Are there any significant memories that stick out in your mind about your own 
recreation in the area either in a casual or work setting? 
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b) Is there a particular place or part of the area that is meaningful to you? Please explain. 
c) Do you feel the development of highway 11 has changed this emotional connection? 
Q2) Describe the physical environment where the recreational activities for your business 
occur. 
a) If you were describing this physical environment to a potential client what words 
would you use? 
b) Describe the changes that the highway development has had on this environment 
Q3) Tell me a bit about yourself 
a) How long have you been facilitating nature-based leisure activities here? 
b) How did you originally get into this business? 
c) Why have you chosen your given career path? 
d) What did you do before you started working here? 
e) What motivations do you feel drive your business decisions? Do you feel these 
motivations are in line with how you make decisions in other aspects of your life? 
Q4) How do you feel about the widening of Highway 11? 
a) Were you in support, against, in-between or indifferent to the project? Why? 
b) Do you still feel this way? 
Q5) Describe the tourism activities and experiences that your business offers? 
a) Where is your business located and where do your activities occur? 
b) Why is your business situated in this area? 
c) Do any of your activities directly interact with the highway? If so, how has either the 
widening or route change affected these activities? 
Q6) Do you feel you have a dependence on this area and the environment to fulfill the goals of 
your business? 
a) Do you feel you have a dependence on the landscape to fulfill your everyday goals 
and maintaining your way of life? 
b) Have you ever considered moving to another area? Why or why not? 
c) Has and how has this changed before, during and after the highway expansion 
project? 
d) Does your business depend on the highway? Did it? 
Q7) Please describe your role in the business? What do you do and how do you do it? 
a) What are your main responsibilities? 
b) What seasonality does your business have? Do your activities change during each 
season and throughout the year? 
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c) Has this changed either during the highway construction or since the project finish? 
d) Have you decided to either implement or cancel new events during or since the 
highway project finished? 
Q8) What does a typical itinerary look like for your visitors? 
a) What do clients usually do and where do they go while engaged with your business? 
Why, do you think? 
b) Does this change from summer to winter? 
c) Has this changed either during the highway construction of since the project finish? 
d) What do you feel makes your clients ' experience unique? 
Q9) Describe your typical visitor. 
a) What do you think draws visitors to the area? 
b) What do you emphasize most in your marketing and why? 
c) Has the highway project changed how you attract visitors during construction or since 
its completion? 
d) Why do you think these visitors chose to spend their time here as opposed to in 
another area? 
e) Do you have a lot of repeat visitors? 
f) Has any of this changed since the highway project? 
Ql 0) Tell me about how your visitors typically travel to your business. 
a) Where do your visitors come from? 
a. Are there any other significant areas from which clients come? 
b. Has this changed with the highway project? 
b) How long did would it typically take for a tourist to travel from these areas before the 
expansion? How long does it take now? 
c) Have their routes changed? 
d) How have you found clients feel about the changes to their travel? (Shorter? Longer? 
More/ less remote? Safer?) 
e) Do these feelings and experiences change seasonally? 
Q 11) How do you feel the widening of Highway 11 has impacted your life? 
a) How has the project been beneficial? 
b) How has the project been detrimental? 
Q12) How do you feel the widening of Highway 11 has impacted your business? 
a) How has the project been beneficial? (cheaper supplies, faster transportation) 
b) How has the project been detrimental? 
c) Before the highway project, how many visitors would you generally host in a week? 
Now that the project is completed, how many I week? 
d) Have your peak seasons or changed at all? 
e) Can you give me an idea of how the highway may have affected your economic 
bottom line? (Volume of visitors before and after, revenue before and after) 
Final Interview Guide 
QI) Tell me a bit about yourself 
a) How long have you been facilitating nature-based leisure activities here? 
b) How did you originally get into this business? 
c) Why have you chosen your given career path? 
d) What did you do before you started working here? 
e) What motivations do you feel drive your business decisions? 
f) Do you feel these motivations are in line with how you make decisions in other 
aspects of your life? 
Q2) Describe the tourism activities and experiences that your business offers? 
g) Where is your business located and where do your activities occur? 
h) Why is your business situated in this area? 
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i) Do any of your activities directly interact with the highway? If so, how has either the 
widening or route change affected these activities? 
Q3) Please describe your role in the business? What do you do and how do you do it? 
a) What are your main responsibilities? 
b) What seasonality does your business have? Do your activities change during each 
season and throughout the year? 
c) Has this changed either during the highway construction or since the project finish? 
d) Have you decided to either implement or cancel new events during or since the 
highway project finished? 
Q4) Describe the physical environment where the recreational activities for your business 
occur. 
c) If you were describing this physical environment to a potential client what words 
would you use? 
d) Describe the changes that the highway development has had on this environment 
Q5) Do you feel like you have an emotional connection to this area? 
a) Are there any significant memories that stick out in your mind about your own 
recreation in the area either in a casual or work setting? 
b) Is there a particular place or part of the area that is meaningful to you? Please explain. 
c) Do you feel the development of highway 11 has changed this emotional connection? 
Q6) How do you feel about the widening of Highway 11? 
a) Were you in support, against, in-between or indifferent to the project? Why? 
b) Do you still feel this way? 
Q7) What does a typical itinerary look like for your visitors? 
e) What do clients usually do and where do they go while engaged with your business? 
Why, do you think? 
f) Does this change from summer to winter? 
g) Has this changed either during the highway construction of since the project finish? 
h) What do you feel makes your clients ' experience unique? 
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Q8) Describe your typical visitor. 
g) What do you think draws visitors to the area? 
h) What do you emphasize most in your marketing and why? 
i) Has the highway project changed how you attract visitors during construction or since 
its completion? 
j) Why do you think these visitors chose to spend their time here as opposed to in 
another area? 
k) Do you have a lot of repeat visitors? 
1) Has any of this changed since the highway project? 
Q9) Tell me about how your visitors typically travel to your business. 
a) Where do your visitors come from? 
a. Are there any other significant areas from which clients come? 
b. Has this changed with the highway project? 
b) How long did would it typically take for a tourist to travel from these areas before the 
expansion? How long does it take now? 
c) Have their routes changed? 
d) How have you found clients feel about the changes to their travel? (Shorter? Longer? 
More/ less remote? Safer?) 
e) Do these feelings and experiences change seasonally? 
Q 10) Do you feel you have a dependence on this area and the environment to fulfill the goals of 
your business? 
a) Do you feel you have a dependence on the landscape to fulfill your everyday goals 
and maintaining your way of life? 
b) Have you ever considered moving to another area? Why or why not? 
c) Has and how has this changed before, during and after the highway expansion 
project? 
d) Does your business depend on the highway? Did it? 
Q 11) How do you feel the widening of Highway 11 has impacted your life? 
a) How has the project been beneficial? 
b) How has the project been detrimental? 
Q 12) How do you feel the widening of Highway 11 has impacted your business? 
m) How has the project been beneficial? (cheaper supplies, faster transportation) 
n) How has the project been detrimental? 
o) Before the highway project, how many visitors would you generally host in a week? 
Now that the project is completed, how many I week? 
p) Have your peak seasons or changed at all? 
q) Can you give me an idea of how the highway may have affected your economic 
bottom line? (Volume of visitors before and after, revenue before and after) 
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Appendix B Summary of Themes for Each of the Four Rounds of Coding 
.)ummar v of 1nemesfor l!.,acn of tne .J<our Kaunas of coam~ 
Round 1- Senses of Place Round 2 - Ways of Life Round 3 - Highway Chane:es Round 4 - Nee:ative Cases 
Themes Place Attachment Built Landscape Changes directly related to the Contrary stances to: 
• Experiences • Characteristics highway to : 
0 Recreation • Change Place Attachment 
0 Highway Place Attachment Place Dependence 
• Characteristics Place Dependence • Unique attributes 
0 Business • Unique attributes 0 Connection 
0 Local community 0 Landscape 0 Local identity 
0 Landscape 0 Connection • Needs 
• Feelings 0 Local identity 0 Recreation 
• Values • Needs 0 Business 
• Stories 0 Recreation 0 Lifestyle 
• Preferences 0 Business 0 Social 
• Skill 0 Lifestyle 0 Transportation 
0 Social Place Identity 
0 Transportation • Distinctiveness 
Place Identity • Congruent continuity 
• Distinctiveness • Referent continuity • Congruent continuity • Self-esteem 
• Referent continuity • Self-efficacy 
• Self-esteem 
• Self-efficacy 
Place Dependence Natural Landscape Changes directly related to the Contrary stances to: 
• Unique attributes • Characteristic highway to : 
0 Landscape • Perception Natural Landscape 
0 Connection • Change Natural Landscape • Perception 
0 Local identity • Characteristic Change • • Goals • Perception 
0 Personal • Change Built Landscape 
0 Business Built Landscape 
• Bypass • Needs • Bypass • Highway route 0 Recreation • Highway route 
Business Widening • Widening 0 • 
0 Lifestyle 
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0 Social 
0 Transportation 
Place Identity Taskscape Changes directly related to the Contrary stances to: 
• Distinctiveness • Economic highway to : • Business 
• Congruent continuity • Business 0 Bottom line 
• Referent continuity 0 Bottom line Taskscape 0 Marketing 
• Self-esteem 0 Marketing • Economic 0 Clients 
• Self-efficacy 0 Clients • Recreation 0 Recreation 
0 Recreation • Business 0 Motivation 
0 Motivation • Lifestyle 0 Responsibilities 
0 Responsibilities • Transportation • Historical 
• Historical • Political • Political 
• Political • Social 0 Local 
0 Local 0 Provincial 
0 Provincial • Social 
• Social • Transportation 
• Transportation 0 Route 
0 Route 0 Speed 
0 Speed 0 Safety 
0 Safety 
Note. Table courtesy of the author. 
Public Brochures (1991) 
PUBUC INFORMATION CENTRES 
All the woli< carried out to-<lato will be pn,oented at 
the up-coming Fil'llt Serles of Publk lnformotion 
Centres for thl• projo<I •• follows: 
Tu~sday, October 1, 1991 
Tlmfl: 2:00 p.m. to 5:00 p.rn. and 
7:00 p.m. to 9:00 p.m. 
Place: Sundridge Slrong Joly Am,a-Hall 
SUNDR1DC£, Ontario 
Wednesday, October 2, 1991 
Ti.,t: 2:00 p.m. to 5:00 p.m. and 
7:00 p.m. to 9:00 p.m. 
Plau: South River Machor Arena 
SOlJTJ-1 RIVER, Ontario 
71tursday, October 3, 1991 
Tiwu: 2.-00 p.m. lo 5~ p.m. and 
7:00 p.m. to~ p.m. 
Plat<: Trout Creek Community Centn, 
TROlJT CRllEI<, Ontario 
@--
Appendix C Highway Public Brochures 
FUTIJRE SCHEDULE 
Following this First s.r!eo of Public Jn/ormatlon 
Centres, the anticipated itudy ocheclule is as follows: 
• Socc,nd SeriH of Public Information Centn,o 
illustrating the technlc:ally preferred route 
alternative - Spring 1992. 
Third Series of Public Information C,,,..t,.. to 
present the Preliminary Design of the 
rorolTUl'lended route showing more details (e.g. 
1peclfk property Impacts) - Fall 1992. 
• Study completion and sul>tnlulon of the 'rormal 
Envtronmenta.l As ... sment Report - late 1993. 
PUBLlC COMMENTS 
Any wrttten comments: 1houkl be sent to any of the 
conta<1 lndlvld uals identified and &hould arrive by 
Octob<,r 31, 1991. 
Commenll and information rqprding this itudy are 
being rollecied to asslit the Mlniltry of 
Trruuportatlon in meeting requiromcnt1 under the 
Environmental Assessment Aci. They will be 
maintained H a public data base and will be kept on 
file for use during the Study and, un1 .. , otherwise 
requested, mAY be Included In the study decumerua-
tton which ls made avallabL! for public review. 
ADDfiONAL INFORMATION 
lnte""ted individual• can obtain additional 
information from any of tM following individuals: 
Mr. Harry MochiZ>1ki 
Senior Projod: Manager 
Planning le Design Section 
Mlnlstry of Tmupcrtation 
447 Mcl<oown Avenue, P.O. Box 3030 
NOKTH 6AY, Ontario 
P!B 8L2 
Tel: (705) 497-5453 or Toll Free 1-M0-461-9547 
Mr. Tim Rqgr,.. 
Env!ronrnent,il PlanMr 
Planning At Dc,otgn Section 
Ministry of Transportation 
«7 Mcl<oown Avcnu,,. P.O. Box 3030 
NORTH BAY, Ontario 
PIB 8L2 
Tel: (705) 497-6466 or Toll Froe 1-1-9547 
Mr. /1,n William• 
Consultant Project Manager 
M.M. Dillon Umlted 
CoMulting Engln..,., Pb.Mero, 
Environmental Sdenu.ts 
ilox 1850, Station A 
WILLOWDALE, Ontario 
M2.N 6H5 
Tel: (416) 229-4646 
IM\ Mlni<t,y of 
\Jl) Transportatk>n 
Ontario 
HIGHWAY 11 
BURK'S FALLS TO POWASSAN 
W, P. 528-89•00 
ROUTE PLANNING STUDY AND 
ONE-STAGE ENVIRONMENTAL 
ASSESSMENT 
Public 
-Information 
Centres 
First Series 
BROCHURE 1 
October 1991 
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BACKGROUND 
Highw•y 1l is • major north...,uth trnMponotlon 
link in Ontario extending 50me 1850 km from 
Toronto to Rainy River In nort/lt,rn Ontario. 
Over the past Y"""', traffic demand ha• warrnnted 
the ro.nstruction of Highway 11 to multi-lane 
standards virtually throughout its length from 
Toronto to lfantsvllle with 3n addltlon.ol multi-lane 
>ecilon b<tween Callander and North Bay. 
Traffic volum .. on tlu, p,idstJng tw<>-W!e -n of 
Highway 11 between the Mrth end or Burl<• foll• 
and th• wuth ond of J>ow,,_n aro growing at • rate 
where traffic """'""'problem• can be antldp,tted over 
the ""'" few yca.ra. In moognltl<>n of this sltu•tion, 
the Ontono Ministry o/Tmnsportatkm docided ii w•• 
~ry to pro<eoo with• fuU ''""" planning study 
for thi> 55 km SA!Ctlon of Highway IL Co"""{uantly, 
ln the Frul of 1990, the Ministry of Trnn•portallon 
engoge<I M.M. Dillon Limit«!, CoMultlng Enginoors, 
Planners and Environmental Scientist, to carry out 
th• Study. A pul>llc announremeot Informing of the 
.tart of the Study WM made at U,at time. 
Not Tu Scale 
ENVlRONMENf At ASSESSMENT 
STA71IS 
Tho project i• cl•ssific-d .. a Croup A project unde< 
the definitions agrood to between th<, Ministry of 
Trnn,portation and tho Ministry of th<l Environment. 
11u• group of proj.,<;ts n:quires the prcparorion of an 
E:nvironm.,,tal ,,.,.,,.,,tent Report ·- Ono-Stage 
Submhuiion, containing e.nvlronmenta.l and 
.,,ginoonng oomponents that will .. u.ry tho r<qulre-
ment.5 of the Oi.Hario Environmental As!eSSment Act 
RSO 1980. 
Tot: study P""""' wUI, th<?re!o~ i.ndude: 
• full identifitaUQI\ of tho nc<d tor lmpmv,.snents; 
• assessm(!nt of Alternatives; 
• mitigation of lr.nfGcts where wP1IMted; 
• rompn,h~n•i•e public !"rlidpatlon progrom. 
STUDY AREA MAP 
mm, Sludy Arn 8ounrJary 
~; ~r~~~~lrZ~~aat!t~,~~=a ~~~ ~f1her Study 
CURRENT STATIIS 
To-dote the follo,wmg work haJ boe.rt und..-tol<en on 
the Highway 11 Corridor Study: 
contacts wit.~ Ontario Government Mini5trie5 
•Jld Agend .. ond .i.ff of 1M affected •.reit 
Munidpalilie>; 
detailed aoall""' of the transportation n""b and 
"" 0V<1v:icw of pownt!al oconomic beneOto of 
improving the Corridor; 
dt.'>taik~d sutvt.."Y of bt.1.'\ine1:9'.." within lM Study 
Corridor; · 
ftcld reviews and tn~ti..gations; 
re.vtew of f'OS'1il>l.e transportation itnprovement 
,1ra,egies other than the widenl.ng of 
Highway 11; 
ldentllicotion of twinning Md n"w •llgnnw.nt 
alternatives. 
\ 
ummum,1111uiunoru11,u,w110..,;ij" \ 
(II ;.""'"*'uto,111,0,,,,,,.,,,.,,.nth,r•, 
~, .,,,. .. ,,,.m,u 
0 ~ 11lfu111n,,,,1. 
~.,. "'
1
'11''111m,,,h,u 
lUOOS -'S"... "'""'"""'"'"'"'"' 
ALTERNATIVES BEING 
CONSIDERED 
Brlclly, tho MlnlsttyofT~nsportat!on'• plAM !or llli& 
section of Highway 11 call for an ultlma~ four-lane 
facility with • 30 111 m,idlan otui a 100 m tight..,~ 
wo.y; tbe .. ,,,. design ., tb• >OCtlon of lour-Ian• 
HJshway 11 from HunUNll.le lOulherJy. 
From• long !lot of a.ltematives, t.~e Study Twn has 
catti«l out n prellmlnary ....,..ment to ldenll(y 
reasonable altemaUvcs for odi!cvlng thesa object.Ives. 
llrieOy, tho altonuti11et1 «>n>lot ot. 
tw\l\niug the e>hl!ng hlghway on either the .,.,t 
side or the we,t side; 
new alignment ooctlono; and 
oomblnotions ot tlm above. 
l'rivata and publk "'"""' poll<!..,. and property 
K<Julsition polldos will be discusS<d at the Pui>llc 
lnformal.l-On Centre. 
Public input at this stog,, of tho projc>ct will ""1st the 
Study Team In carrying out an appmprll1te,detail<d 
cvalw,Uon of \he alternotlves l .. ding to the 
eventually re<onunetld<ld. pion . which will he 
presenMd to the public at • Wer date . 
.> 
\ 
\~ 
llfllllffllllltUIJIMUUUon,mmHUtUUIIIUUIIM::: 
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Public Brochures (1992) 
PUBUC INFORMATION CENTRES 
All the work arried out to-date, lnduding the 
tochnkally preferred route, will be presen!ed at the 
up<"<>mlng '"""nd k!r!.,. of Public Information 
Centres: 
Thursday, July 23, 1992 
Time: 2.-00 p.m. to 5:00 p.m. and 
7:00 p.m. to 9:00 p.m. 
Plact: Trout C-k Community Centr< 
TROUT CREEK, Ontario 
Friday, July 24, 1992 
Timt: 2.-00 p.m. to S:00 p.m. a.nd 
7:00 p.m. t.o 9:00 p.m. 
Plact: South River Public School 
S0l1TH RIVER, Ontario 
Saturday, July 25, 1992 
Time: 9:00 a.m. to 2:00 p.m. 
Plau: Sundrldge Strong Joly Arena-Hall 
SUNDRJDCE, Ontario 
@---
FUTIIRE SCHEDULE 
Following this l«Ond oerie, of Publlc: lnfomatlon 
Centres, the andclpated study schedule lndudes: 
• final refinements to the technically preferred route 
based on comments N?Celved from the publk, 
Interest groups, munlclpal staff, elo<tocl officials 
and government agencleo; 
• initiation of prclimlna,y design of the 
rea,mmended alignment; 
• a third series of Public Information Cent, .. to 
pn,sent the preliminary design of !he 
rocommeniled alignment showing specific 
property lmpads - Winter 1992/93; 
• study completion and formol submlsmm of the 
Environmental A ..... ment Report - lato 1993. 
PUBLIC COMMENTS 
Written rommenl$ may be sent to any of the 
lndMduals Identified before August 31, 1992. 
Comments and Information "'S•rdlng this study arc 
being colk>cted to assist the Ministry of 
Transportation In-meeting roqulrement1 under. the 
Environmental A•M>!sment Act. They w!U be 
maintained u a public data base and will be kept 011 
file for use during the study. 
ADDITIONAL INFORMATION 
Addidonal information can be obtained from any of 
the following Individuals: 
Mr. Ephmti G4114nt 
Project Manlger 
Planning &: Design Sec:tlon 
Mlnlltl)' of Transportation 
447 McKeown Avenu., P.O. Box 3030 
NORTH BAY, Ontario 
PIB8L1 
Tel: (705) 497-54.59 or toll free In area code 705: 
l-8l0-461-9S47 
Mr. Tim Rogws 
Environmental Planner 
Planning le Design s«tlon 
Ministry of Transportation 
«7 McKeown Avenue, P.O. Box 3030 
NORTH BAY, Ontario 
PlB 8L2 
Tel: {705) 497-5466 or toll free In area code 705: l-800-
461-9547 
Mr. Ian Will/ams 
Consultant Project Manager 
M.M. Dillon Umited 
Con•uldng Engtneen, PlaMers, 
Environmental Sdcndsts 
100 Sheppard Avenue Eut 
Box 1850, Stadon A 
WILLOWDALE, Ontario 
M2N6HS 
Tel: (416)~ 
~ Mlnlslryof 
lJ!.) Transportallon 
Onlarlo 
HIGHWAY 11 
BURK'S FALLS TO POWASSAN 
W.P. 528-89·00 
ROUTE PLANNING STUDY AND 
ONE-STAGE ENVIRONMENTAL 
ASSESSMENT 
Public 
Information 
Centres 
Second Series 
BROCHURE 2 
July 1992 
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BACKGROUND 
HighwAy 11 i, a major nortl1-<outh transportation 
link in Ontario extending some 1850 km from 
Toronto lo Rainy River In northern OnW!o. 
Over the past years, trafl< demand has warranted 
the construction of HJghway 11 to multl•lane 
standards virtualy throughout Its length from 
Toronto to Huntsvile with an addi.tional multi-lane 
$<Ctlon between Calander and North Bay. 
Traffic volumes on the existing two-lane section ol 
Highway II between lhe north end of Burk'• Fals 
and the south end of Powa.ssan are growing al a rate 
wheretrafficservlai problems can be anlcipaled over 
the next !ew years. 
In recognlion of thls situation, the Ontario Ministry ot Transportation dedded It was necessary to proceed 
with a ful route planning •tudy !or th15 SS km 
section ol Highway U . Consequently, in the Falo( 
1990, the Ministry o! Transportation engaged 
M.M. DIion Limited, Consulting Engineers, Planners 
and Environmental Scientists to carry out L~e study. 
.ENVIRONMENTAL ASSESSMENT 
STATUS 
The project Is presently classified as a Croup A 
project under the definitlons agreed to between the 
Ministry of Transportation and the Ministiy of the 
Environmen~ pending approw! of a new <Jass 
Environmental Assessment document. 
This type of project ""tulres the preparalon o! an 
Etwlronmental Auessment Report • One Stage 
Submission* containing environmental and 
engineering <0mponents that wil satl51y the 
n,quirem<,nts o! the Ontario Environmental 
Aose:osment Act. 
The study process wil. therefore, include: 
• ful identlf,calon ot the need /or improvements; 
• assessment of alternatives; 
• mitigation of impacts where warranted; 
• comprehensive public partlclpalon program. 
CURR.ENT STAlIS 
Tho folowing work has been undertaken on thl• 
study: 
contact, with Ontario govem.rnent ministries, 
and agencies and staff of the afecb!d area 
munidpalitlos; 
mnta<tl with utility <0mpanlcs, CN Ral and 
other Interest groups; 
detailed analysis of the transportation needs; 
identification of twinning and new alignment 
alternatives; 
Ant ..ies of Public Information O,ntres 
(October 1991) and a Supplementary Public 
ln!ormatlon Centre (May 1992); 
dctailed evaluation o( feasible alternatives; 
selection o( a technicaly preferred route for the 
entire project between Burk's Fals and 
Powassa:n. 
ANALYSIS AND EVALUATION 
The twinning and new alignment alternatives 
displayed at the first series of Publk Information 
u,ntre. and Supplementary Publk Information 
Centre ha>'Cbccnextcn.<ivcly analy,.ed and evaluated. 
An ouUine of the analysis and evaluation process 
which led lo the selection of the t<?chnicaly prekred 
roule wll ba available /or review at the <o:ond series 
o! Public Information Ccnlres. 
LEGEND, 
••••••• 
~ • 
Technicaly Preferred ROCJte 
Corridor Containing Alternatives Evaluated 
Interchange Locations 
""11tm11m1'11trtw Study Area Boundary 
() 
,. 111).IS 
> ~i'1l"'·'\ \~ --·1 i I ~~ i ,. ~~ SUNDRII>OE ,.,. ~ ,.,. ~! -» --__.- o .,. ""'ER . '· 
'""' ,,.,,...,- ~ '}I> 1/\,.\'t' ., ' '~ _,. f\ . PROUDFOOT- i . _,,.,..,.- "'~•! ~ . RO. I ............ ~\·"~"/'!Jl"'l'"I'"""'"'"'"'"'"'"'-"'"'"'"'"" -··-. -...... _ ........... --. ··-:~....... -... ,. .. .. 
Not To Scale 
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Public Brochures (1993) 
PUBLIC lNFORMATION CENI'RES 
The reoommended route for four-lanlng of 1he high• 
way will be pre!l<lnted at <he up-coming third and 
linal series of Pubik Information Centres: 
T11t sday, Marclt 30, 1993 
Tin,e: 2:00 p.m. to 5:00 p.m. and 
7:00 p.m. to 9:00 p.m. 
Pince: Sundrldge Strong Joly An,na·H•ll 
SUNDRlDCF., Onta.rio 
Wednesday, March 31, 1993 
Time: 2:00 p.m. to 5:00 p.m. and 
7:00 p.m. to 9:00 p.m. 
Pince: South River Machar Arena 
SOlJTH RIV ER, Ontario 
171ursday, April 1, 1993 
Time: 2.-00 p.m. to 500 p .m. and 
7:00 p.m. to 9:00 p.m. 
I'lnce: Trout Crook Community Centre 
TROUT CREEi<, Ontario 
@,~yc#f!p~ 
FU1URE SCHEDULE 
Following this third and final series of Public 
In/ormalion Centres, the anddpatt!d study schedule 
iNludcs: 
• final refinoments to lhc rerommended route ba!l<ld 
on comments received from the public, inte~ 
groups. municipal staff, dected officials and 
government agencies; 
• study completion and formal ,u1'mi5'1on of the 
Environmen1al AS-<essment In early 1994. 
PUBLIC COMMENfS 
Written comments may be 5ent to any of the 
Individuals identified before April 15, 1993. 
O,mments ond l.nformalion reganllng thl& study are 
being collected to a55lst the Mlnl,try of 
Tronsportatlon In meeting r<quirements under the 
Gnvironmental A"5<!5smcnt Act. They will be 
maintained as a public dalo ba.«l and will be l<ept on 
file for use du.ring the study. 
ADDITIONAL INFORMATION 
Additional information <M be o1'talned from any of 
the /ollowlns Individuals: 
Mr. Ephrt'tn Gal/1111t 
Project Manager 
Planning &: Design Section 
Ministry ofTransport.,tk)n 
447 McKrown Avenue, P.O. !lox 3000 
NORTH BAY, Onta.rio 
PlB SL2 
Teh (705) 497-5459 or toll free In ar~ code 705: 
t-000-461-9547 
Fax: (705) 497-5499 
Mr. Tim Rogers 
Environmental Planner 
Planning t. Design Section 
Ministry of Transportation 
447 McKeown Avenue, P.O. Box 3030 
NORTH BAY, Ontario 
P1B 8l.2 
Tel: (705) 497-5466 or toll free in areo code 705: 
t-800-161-9547 
Fax: (705) 497-5499 
Mr. fwsst<ll A. Lo11kes 
Consultant Project Manager 
M.M. Dillon Umlted 
Consulting Engineer.,, Planners, 
Environmental Sdentlsts 
100 Sheppard Awnue East 
Box 1850, 51,ollon A 
WILLOWDALE, Ontario 
M2N6H5 
Tel: (416) 229-4646 
Fax: (416) 229-4692 
I@\ Ministry of 
\.Y,.) Transportation 
On1ano 
HIGH\NAV 11 
BURK'S FALLS TO POWASSAN 
w. P. 528-89-00 
ROUTE PLANNING STUDY AND 
ONE-STAGE ENVIRONMENTAL 
ASSESSMENT 
Public 
Information 
Centres 
Third Series 
BROCHURE 3 
March 1993 
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BACKGROUND 
Highway 11 is • major north-aou1h transportation 
link in Onmri<> extending some 1850 km from 
Toronto to Rainy River in northern Onta.rlo. 
Over th• past years, trafnc demand ho, warranted 
the construction of Highway 11 to multl-1.o.nc 
standards virtually throughout ii. length from 
Tof(.)nto to Huntsvmc with nn additional multi•lane 
scctlon between Callander and North Bay. 
1'raHic volum~ on lhc exlsting two,;tanc settlon of 
Highway 11 bctwt.'<!n the north end of Ourk', Falls 
and the south end of l'owassan are growing at a ram 
where traffic service problem• can be anticipated over 
the next few years. 
In recognition of thi• situation, the Ontario Mlni,try 
of Transportation decided ii was """"""'ry to proceed 
with • full route planning study for this 55 km 
section of Highway n. ConM>quenlly, in the Fall of 
1990, the Ministry of Trnn<portatlon engag<d 
M.M. DIiion Llmitro, Consulting Engineers, Plann•ni 
and E:nvimnmenta.1 Scientists to carry out the study. 
lEGEND• 
• • • • • Recommended Route 
\ 
1 ~, 
l:,\ ... ~~ ,, 
CURRENT STATUS 
The following work has been undertab>n on this 
&tudy: 
• contacts with Ontario government ministries. and 
agencies and staff of .the affected area 
municipolltia; 
• rontacts with utility rompanics, CN Rail and 
other 1.nteteSt groups; 
detailed analysio of tho tranaportation necdo; 
• identific-ation of twinning and new a.lignment 
alternatives; 
• detailed evaluation o! foaslble alternatives; 
seloctlon of • tec:hnieally prefurred route for tho 
entire project between Burk's f-alls and Powassan; 
• refinement1: to the technkally preforred route to 
dovelop tho l'llOOmmcnded route for the fuur-
loning of Highway 11 . 
• lnlctn::hange Locations 
n11u11111ouu Study A,ea Boundary 
~IIIIIIJtll tllltllllUll l lltllllfl~H111111111 ,1111t11UUUIIIU\lllltl!.!Jll 
~ ..-Not To Scale 
RECOMMENDED ROUTE 
The rccommended route involves a combination of 
twinning of the existing highway on either the east or 
west side and bypasses of the communities of 
Sundridgc, South River and Trout Cr<ek. 
While no significant ch&ng .. have been made,, there 
have been reAncmcnts to the t,,chni<"~lly prefumd 
route pres<>ntod in July 1992, ll the second series of 
Public Information Centres. This developed 
recommended route, tog<!ther with detail• on 
property roqulrcment and access, will be ~led at 
tha third and Rnal series of Public Information 
Centres. 
ENVIRONMENTAL ASSESSMENT 
STATUS 
This project is subject to the roquiremcrits of the 
Environmental A,sessment (llA) Act. Deforo 
construction can procccd, this 11.tudy must be 
documented In a report which is the!\ reviewed by 
extern•! agencies and the public. 
Th< Minlsiry of Tnmsportallon will meet the review 
req,droments of the Environm<>ntal A.<"'5.Sment Act 
by making a formal submission. 
At the roncluslon of the study,• report Is submitted 
to the Ministry of the Environn,ent, who then 
coordinates a detailed review by provincial and 
external agcncic,. Both the study report and the 
g011<?mmcnt rovitw document ore mnde avaibblc to 
tho public. 
If after 45 days there arc no unresolved concerns, the 
Minister of the Environment will dodde If the proj<.>ct 
Is approved or If the projcct is approved with 
rond!Uons. 
Approval mean• the MinlSlry of Transportation can 
pmcood. to pun:h..., property, design, bulld, operate 
and maintain the focility. 
If there are unresolved concerns, the Minister of the 
Environment will N!\1cw the grounds for the 
objection and may rule that an environmental 
a!l$($Sment hearing is rtquil<d. I( • hearing takes 
place, the final docioion about tho study and project 
approval rests with the h~.aring board. 
), 
~{If t"'v. \ ..,.,......_~gi,1~ \ ..- ~,1,1s 
_,. 
:1n11011mt11mtu1111m1onm•m 
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Initial Route Proposal Maps 
TRAFFIC FLOW AND EXISTING CAPACITY ON HIGHWAY 11 
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